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Abbreviations 
 
AIS Automatic Identification System 
 
BA Baltic Assembly 
 
BDF Baltic Development Forum 
 
BIMCO Baltic International Maritime Council Organisation  
 
BPO Baltic Ports Organisation 
 
CBSS Council of Baltic Sea States 
 
CEEC (TINA) Central and Eastern European Countries (CEEC) Transport 
Infrastructure Needs Assessment (TINA) 
 
CIS Commonwealth of Independent States 
 
Dry bulk cargo Cargo that is unpacked (un-bundled or un-bound) and is of the 
same or a similar kind or nature (homogeneous). These cargos 
are usually dropped or poured, with a spout or shovel bucket. 
Includes coal and grain. 
 
DWT Deadweight Tonnage is the carrying capacity of a vessel 
measured in long tons 
 
EC European Commission 
 
ECSA European Community of Ship-owners’ Association 
  
EEA European Economic Agreement  
 
EMSA European Maritime Safety Agency  
 
ERDF European Regional Development Fund  
 
EU European Union 
 
EU-10 Consist of: Cyprus, Czech Republic, Estonia, Hungary, Latvia, 
Lithuania , Malta, Poland, Slovakia, Slovenia 
 
EU-15 Consist of: Austria, Belgium, Denmark, Finland, France, 
Germany, Greece, Ireland, Italy, Luxembourg, Portugal, Spain, 
Sweden, The Netherlands, United Kingdom 
 
EU-25 Consist of: Austria, Belgium, Cyprus, Czech Republic, 
Denmark, Estonia, Finland, France, Germany, Greece, 
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Hungary, Ireland, Italy, Latvia, Lithuania, Luxembourg, Malta, 
Poland, Portugal, Slovakia, Slovenia, Spain, Sweden, The 
Netherlands, United Kingdom 
 
GDP Gross Domestic Product 
 
HELCOM Helsinki Commission 
 
ILO International Labour Organisation 
 
IMO International Maritime Organization  
 
InterReg Inter Regional programme 
 
ISPA Instrument for Structural Policies for Pre-Accession 
 
Liquid bulk cargo Cargo that is unpacked (un-bundled or un-bound) and is of the 
same or a similar kind or nature (homogeneous). These cargos 
are usually dropped or poured, with a spout or shovel bucket. 
Includes oil and Chemicals.  
 
LMSA Lithuanian Maritime Safety Administration  
 
NGO Non Governmental Organisation 
 
OECD Organisation for Economic Co-operation and Development 
 
Outflagging The activity where a ship or a company chooses to sail under a 
different flag than it did before 
 
PARIS MOU Paris Memorandum of Understanding on Port State Control 
prerequisite inspections on ships making them meet 
international safety, security and environmental standards, and 
that crew members have adequate living and working 
conditions 
 
PHARE Poland and Hungary Assistance to the Reconstruction of the 
Economy 
 
Ro-Ro-cargo Roll-on Roll off. Loading/unloading by the vessel’s 
doors/ramps by a wheeled means of conveyance. 
 
SSS Short Sea Shipping 
 
Stevedoring Load or unload of the ship 
 
Tacis Technical Assistance to the Commonwealth of Independent 
States 
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TEDIM Telematics, Education, Development and Information 
Management  
 
TEN-T Trans-European Transport Networks 
 
UN United Nations 
 
UNCTAD United Nations Conference on Trade and Development 
 
UNIDO United Nations Industrial Development Organisation 
 
  
 
 
 
 
 
 
 
 
 
I Introduction 
 
This report emphasises the institutional changes effected by the liberalisation of the maritime 
transport sector in the Baltic Sea Region after the majority of the countries in the Region became 
members of the European Union (EU) in May 2004. More distinctively, these processes are 
examined in three of the new EU countries: Estonia, Latvia and Lithuania, the Baltic States, 
because these can be analysed as equals in relation to population, geographical size and economic 
capability.1 
 
Traditionally the transport policy planning has been a matter for the nation state. 2 In the new 
EU-25 the political and economic actors of the Baltic Sea Region have to define their new role 
regarding the future development of the maritime transport sector. Three of the new members of 
the EU – Estonia, Latvia and Lithuania, the Baltic States – have had to adapt to the new EU 
context of maritime transport regulation. Maritime transport is accentuated as one of the 
founding criteria for establishing a well functioning Internal Market by connecting all parts of the 
widening European Union and the rest of the world. 3 One challenging element of the accession 
of the EU has been the subrogation of the Internal Market. Thus, the maritime transport sectors 
of the three countries are now subject of the common competition and trade regulations under 
the EU Internal Market, which have the purpose to liberalise the trade and bring down obstacles 
in order to enhance the functioning of the Internal Market and the following adaptations made in 
relation to this. These exemplify important aspects of the changes the Baltic States have been 
facing and the foundation of the EU´s primary instruments to boost the European integration. 
Nevertheless, there have been several EU liberalisation initiatives, which influence the Baltic 
                                                 
1 Maciejewski (2002), pp. 285-289 
2 Baltic Maritime Outlook 2006; p.10  
3 European Commission (Maritime transport) (website) 
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States maritime transport sector. The ones emphasised are thus only highlighted in order to 
establish an understanding of the complex field of investigation and interest. The motivation is to 
establish a domain of knowledge by writing this report and identify the none directly visible 
trends that are changed within the maritime transport sector since the Accession. 
 
The EU in a geographical context encompasses a broad variety of cultures with different ethnic 
compositions in 25 nation states. The widening process of the EU has the last years welcomed 
nation states, which were considered as enemies 17 years ago before the break of the Wall, 
including the Baltic States. More nation states are to become members of the EU the coming 
years, and the possible Turkish membership highlights the process of the widening towards new 
continents or at least extending Europe in a wide understanding, which could challenge the 
driving sources perceived as the primate of the EU.4 
 
The macro level of governance within the EU is challenged by its own principle of subsidarity, at 
least in many of the citizen’s minds in spite of attempts of transparency. Scholars with emphasis 
on regionalist approaches deals with some of these challenges of the macro level of governance 
and the regional and local aspects of this. Here the trend of globalisation is challenged, based on 
normative assumptions of that globalisation only takes place between the continents in the 
Northern hemisphere. Regional approaches emphasise that there are multidimensional actors and 
influents on the globalisation and suggest an alternative perception of integration. Here, ideas 
based on respect for cultural and industrial differences combined with cooperative advantages are 
to be perceived as a supplement to the term of competitive advantages. Some regionalistic 
theoretical starting points are based on combinations of explanations of the functional, the 
hegemony, the strategic trade and the interdependency theories, which attempt to develop an 
alternative political strategy to explain the failure of regional development.5 Thus, one view is that 
cooperation on equal terms will provide more long-term results for all actors involved. Thus, it is 
perceived as an alternative to the mono-centric and blind liberalisation approach, which 
normative positioning may shed light on the presumptions of the writing of this report.  
 
                                                 
4 Miles (2004), pp. 1-8 
5 Gallina (2003), p 88 
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The EU encompasses the sub regional geographical entities within the EU e.g. by its Interreg 
programs that divides the EU in four meso regions: the East, West, South and North. The 
geographical dimension of the EU North is the Baltic Sea Region meso region.6  
 
The Baltic Sea Region consists of 11 nation states including Denmark, Estonia, Finland, 
Germany, Iceland, Latvia, Lithuania, Norway, Poland, Russia and Sweden with more than 100 
million inhabitants. The regional perspective is here based on the historical and cultural ties 
among the 11 countries, where the importance of the Hanseatic League is central. The Hanseatic 
League, which had its prime during the fifteenth century, exemplifies the nature of regional 
development, where many parts of the Baltic Sea before this period had been isolated. The 
Hanseatic League stressed trade with goods more than anything, and the trade between the 
different parts of the Baltic Sea spurred in this period.7 Subsequently, the cultural differences e.g. 
linguistically and religion could be the strongest argument of perceiving the Baltic Sea as a 
Region.  
 
“It is not cultural homogeneity, but heterogeneity as pluralistic coexistence between independent 
cultural resources that has a tradition in the Baltic Sea Region as a cultural arena.”8 
 
Since May 2004, eight of the 11 countries in the Baltic Sea region have been members of the 
European Union (EU) – only Iceland9, Norway10, and Russia are not members. However, Iceland 
and Norway have a close relation to the EU, because of the European Economic Agreement 
(EEA), while Russia and the EU have identified the four Common Spaces of cooperation.11 
Thus, the EU policies are having a substantial impact on the development and interaction of the 
countries in the region. After the enlargement of the European Union, a main concern has been 
how to ensure integration of the new countries. The integration has been a priority for the EU, 
and notably in the Baltic Sea Region focusing on how to create a sustainable economic 
development in the region now consisting of a majority of EU members.12 
 
                                                 
6 European Commission (Interreg III) (website),  Amoroso (2003), p. 134 
7 Olesen (2002), pp. 112-115  
8 Henningsen (2002), p. 160 
9 European Commission (The EU's relations with Iceland) (website)  
10 European Commission (The EU's relations with Norway) (website) 
11 European Commission (EU-Russia Common Spaces) (website) 
12 European Commission (Regional Policy 1) (website) 
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Due to the geographical composition of the Region, dominated by the Baltic Sea, the economic 
activities, such as interregional trade, have during history in particular been based on maritime 
transport. Thus, from an EU perspective it has been crucial to initiate re-integration of the 
transport infrastructures departed for several decades. Today, the regional actors in the Baltic Sea 
Region recognise the importance to promote the Baltic Sea Regional infrastructure, and hereby 
also the maritime infrastructure, to facilitate competitiveness and secure economic growth.  
 
In the EU integration project, it has been a corner stone to establish a common market for free 
movement for goods, citizens, services and capital since the establishment. Nevertheless, the 
crisis of the European economies in the 1970th and the European Community’s political deadlock 
in the early 1980th accentuated that the European Commission, under the leadership of Mr. 
Jacques Delors, launched a new start of the Internal Marked. This was constituted with the white 
paper “Completing the Internal Market”13 in 1985, which introduced more than 200 concrete 
proposals for a better Internal Market. One of the key issues was to improve the European 
Community’s legislation procedures. Despite of the fact that not all the suggestions were carried 
out, the Internal Market was established in 1993. One of the greatest challenges of the EU had 
been accomplished.14 
  
In the White Paper of 1985, the liberalisation of the maritime transport sector is presented, which 
emphasises that it is a corner stone founding the EU, as an important part of the Internal Market. 
As stated by the Commission: 
 
“108. The right to provide transport service freely throughout the Community is an important part 
of the Common Transport Policy set out in the Treaty. It should be noted that transport represents 
more than 7% of the Community’s GDP, and that the development of free market in this sector 
would have considerable economic consequences for the industry and trade (…)”15 
 
Furthermore, the Commission argues in relation to the various transport types, one of them 
being maritime transport: 
  
                                                 
13 COM(1985)0310 final  
14 The European Union (Activities of the European Union - Internal Market) 
15 COM(1985)0310 final, p. 29 
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“109 (…) The freedom to provide sea transport service between Member states shall be established 
by the end of 1986 at the latest (…)”16  
  
And in the European Council Regulation:  
 
“(…) the principle of freedom to provide services to maritime transport between Member States and 
between Member States and third countries”17    
 
Thus, the liberalisation of maritime transport has been prioritised since the establishment of the 
Internal Market, but nowadays challenges remain to complete the vision of Delors, which have 
relations to the maritime transport sector. Examples of this are the current debate about the 
Service Directive18 and the Port Directive. 19 Nonetheless the fact that the transport is considered 
as a service, it is not included in the initial proposal for a Service Directive.  
 
The maritime transport sector has for nearly two decades been liberalised as the regulation from 
1985 prescribes. Since the membership of the EU in 2004, the Baltic States have adopted the 
regulations on maritime transport sector and thereby recently been integrated in the Internal 
Market. The issue of integration is in the contexts of the market driven integration policies, which 
the regulation embedded in the Internal Market can be categorised as, from a regional point of 
view have effected changes in the way various actors perceive themselves, the sector and the 
market. Here, the political concepts of liberalisation may have influenced the setting and 
development in the three countries due the explicit pro-competitive line of removing barriers in 
the name of a competitive Internal Market.20 Nevertheless, it is unclear what the institutional 
effects of the harmonisation of the maritime transport in EU have in relation to the orientation 
of the Baltic States towards the rest of the Baltic Sea Region. The market driven integration has 
called for political integration and influenced these processes and settings of the organisational 
structure. Has the liberalisation initiated a greater regional perception of the Baltic Sea Region or 
has the political and cultural effects of the Accession regarding integration in the Baltic Sea 
                                                 
16 COM(1985)0310 final, pp. 29-30 
17 Council Regulation (EEC) No 4055/86 
18 European Commission (The Internal Market for Services) 
19 European Commission (Maritime transport) 
20 Beeson and Jayasuriya (1998), p. 313-315 
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region been minor in contrast to the market driven integration towards the EU Internal Market 
and the global market?  
 
I.1 Key Question 
 
How has the maritime transport sector’s institutional setting in the Baltic 
States been influenced by the accession in the EU, and is this stimulating the 
regionalisation in the Baltic Sea Region? 
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II Methodology 
 
In the methodological chapter, it is elucidated how the key question is answered during the 
report. In order to answer the key question delimitations and clarifications are needed, in relation 
to enable the reader in grasping the conceptualisation of the key question and the report. Initially, 
the key question is delimited and clarified, where after the questions for analysis are presented. In 
accordance with this, the general visualisation of how the report is structured is illustrated in the 
design. Secondly, the intentional strategy for analysis is described and explained, which combines 
several methodological perspectives in an attempt to illuminate the key question. Thirdly, the 
methodological perspectives are explained in relation to the empirical and theoretical 
demarcations and choices. 
 
II.1 Delimitation and Explanation of the Key Question 
 
The key question above encompasses several potential analytical angles, and serves as the 
guideline for writing this report. Terminologically speaking the key question denotes a purposive 
explanation based on the intentions in the key question using influenced and stimulating. In the 
answering of the key question two theoretical explanatory powers are accentuated, which 
methodological considerations are explained in the following. The theoretical assumptions in the 
key question derive from the words institutional setting and regionalisation, which are combined in the 
analysis and motivated in the methodological part concerning the theoretical considerations. 
Subsequently, the institutional setting e.g. captures the changes of formal and informal 
characteristics and could be perceived as norms, values and habits that are sustained and become 
reinforced over time. Thus, institutions could be the mediator between culture and organisations. 
Regionalisation elucidates the Baltic Sea Region on the foundation of the EU initiatives towards 
 16
regionalisation. As described in the introduction, there is a presumption of that the EU accession 
is effecting the Baltic States in general. However, the regional perspective is here thus 
multidimensional in the understanding that regionalisation could be accentuated on an EU macro 
level, a Baltic Sea Regional meso level and finally cross-border cooperation on a micro level. In 
order to establish a more narrow analytical pivotal point, the maritime transport sector is 
emphasised, because there relies another presumption of that this sector could represent some of 
the challenges, which a majority of other sectors in the Baltic States are facing. In order to 
constitute an overview of the report, the key question is divided in the following questions 
that are encompassed in each chapter in the report except the introduction and methodological 
chapter: 
 
1. How is New Regionalism explained theoretically? 
2. How is New Institutionalism explaining the processes of change? 
3. What is the empirical field of the maritime transport sector in the Baltic States? 
4. How can the processes of coercive, mimetic and normative isomorphism explain the 
change in the maritime transport sector in the Baltic States in relation to the EU 
accession? 
5.  How is the regionalisation in the Baltic Sea Region stimulated in relation to material, 
discursive and cognitive driving sources? 
 
 
 These questions are shaping the design of the report, which is illustrated in Figure 1 below. The 
Figure has two purposes. Firstly, the design is an attempt to illustrate the division of the report in 
chapters, where the questions above are emphasised. Question one and two are related to the 
theory, question three is related to the empirical chapter, while question four and five are related 
to the analysis. Secondly, the design attempts to illustrate the strategy for analysis, which is 
accentuated in the following. Hence, the arrows from the theoretical and empirical chapter and 
the chapter encompassing the analysis are going both ways in order to illustrate the reciprocal 
action between the elements of the report.  
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Figure 1 Design of report 
 
 
 
Introduction
Key Question: How has the maritime transport sector’s institutional setting in the Baltic States been 
influenced by the accession in the EU, and is this stimulation the regionalisation in the Baltic Sea Region? 
Methodology
Theory 
1. How is the New Regionalism explained 
theoretically? 
2. How is the New Institutionalism 
explaining the processes of change? 
Quantitative and Qualitative empirical
findings 
3. What is the empirical field of the maritime 
transport sector in the Baltic States?  
 
Annexed: Five qualitative interview and five 
ministerial speeches. 
Analysis
4. How can the processes of coercive, mimetic and normative 
isomorphism explain the change in the maritime transport sector in 
the Baltic States in relation to the EU accession? 
  
5. How is the regionalisation in the Baltic Sea Region stimulated in 
relation to material, discursive and cognitive driving sources? 
               Conclusion
                 Epilogue
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II.2 Methodological perspectives and Strategy for analysis 
 
In this part of the methodological chapter the strategy for analysis is accentuated according to the 
choices made in relation to the empirical field of investigation and the theoretical demarcations 
and choices. Accordingly, the focus is to establish an understanding of how the methodological 
presumptions in relation to abductive strategy of analysis can be combined with the general 
epistemological perceptions founded in the report.  
 
One of the key understandings regarding this report is that the empirical findings ought to 
interact with the theoretical conceptions generating a holistic understanding encompassing all 
levels and perspectives with relevance to answering the key question. This point of view is 
inspired by what Mats Alvesson and Kaj Sköldberg elucidate as being an abductive strategy. In the 
abductive strategy, it is accentuated that the research is initiated on a basis of empirical findings 
and familiar phenomena, which facilitates an exposition of the object of investigation and hence 
influence the additional structures during further analysis. Departing from empirical findings is 
not necessarily per se the evidence of a phenomenon, but establishes an understanding of various 
characteristics of the domain or field of knowledge investigated.21 The acknowledgement is that 
what is investigated in an empirical field can not be a study of atomistic objects, which can be 
isolated in an analysis. Thus, in the field where scholars operate consists of susceptible relations 
and structures, where the same causal power can produce different outcomes, depending on 
various factors and conditions. Thereby, by the use of the abductive strategy, the methodology 
aims to stimulate interaction between theory and empirical findings in order to locate new 
connections or tendencies in the field of investigation.  
 
The abductive strategy is a flexible concept with indefinite possible designs of analysis, why a 
broad selection of instruments can be perceived as adaptable.22 The abductive strategy 
accentuates the overall strategy of analysis, but in this report the analytical approach on the 
concrete level is inspired by elements or ideas from evaluation theory, because the analysis seeks 
to establish various tendencies or regularities, and this inspiration could assist in an identification 
of the consequences of change in relation to the institutional settings. The inspiration from 
evaluation theory is based on that the instruments in evaluation could legitimize how it is possible 
                                                 
21 Alvesson and Sköldberg (1994), pp. 41-47 
22 Hansen (2001), p. 110 
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to create a connection between the theoretical approaches in order to analyse the processes of 
change in the maritime transport sector. Thus, this establishes a pragmatic approach to what is 
the base of the analysis, which the concept of moderators elumidates and illustrated in Figure 223 
 
Figure 2 Moderators24 
  
 
As illustrated in Figure 2, the moderators do not influence the variables independently, but the 
connections between the variables, which mean that there the connection between domain X and 
Process is influenced by the Moderator 1.25 Thus, the perception is that there is an effect by a 
certain variable, which to an extent is affected by the moderators. This is in correlation with the 
abductive strategy, which emphasis is to discover changes or new relations and tendencies in the 
object of investigation in general. Thus, the abductive strategy is here the overall strategy for 
analysis. In relation to the key question, there is a broad conceptualisation of there is some effect 
on the maritime transport sector in the Baltic States by their accession in the EU, but the effects 
are under investigation and investigated in connection with the indicators in the theory of New 
Regionalism and the meschanisms of the New Istitutionalism, which is emphasised in 
establishment of the framework for analysis. Alvesson and Sköldberg explain the research as the 
scholar has a starting point or a domain of knowledge, which during the analysis is extended and 
differentiated. In addition, the abductive strategy emphasises that the scholar´s epistemology and 
ontology are given to an extend, by admitting that research is interpretation. Hence, the scholar 
has to argue and document the research as meticulously as possible.26 The presumptions of the 
scholars could be considered a methodological challenge.  
                                                 
23 Dahler-Larsen and Krogstrup (2001), pp. 100-105 
24 Inspired by Figure 7.1 in Dahler-Larsen and Krogstrup (2001), p. 105 
25 Dahler-Larsen and Krogstrup (2001), p. 105 
26 Alvesson and Sköldberg (1994), pp. 3-7  
Moderator 1 
Domain X Processs Effect Y
Moderator 2
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II.3 Methodological theoretical perspectives 
 
The purpose of this part of the methodological chapter is to launch an explanation of the 
theoretical perspectives and choices made in the report, which is based on the key question and 
reflected in the questions for analysis. As explained in the part concerning the delimitation and 
explanation of the key question, there is a focus on changes in the institutional setting in the 
maritime transport sector in the Baltic States combined with the initial normative presumption on 
that regional cooperation is positive. Many broad and specific theories encompass regional 
perspectives in the international fashion, which often are referred to as a branch of International 
Politics or International Relations. Nevertheless, the original breed of for instance International 
Politics focus primarily on the power relations between nation states27 and in relation to this 
report, this is not the pivotal point due to the epistemological conceptions of that actors can take 
many different shapes and forms. Regarding International Relations, which as International 
Politics, is a common denominator of many different theoretical approaches, which still considers 
the nation states as the actors, but here the importance of other factors is recognised, such as the 
abolishment of pure realistic conceptions resulting to the state of complex interdependency. This 
reflects the circumstances where nation states recognise the larger gains by cooperation and trade 
than conflict and war.28  
 
An alternative theoretical approach could have been the Regime Theory, which encompasses 
many of assumptions made above in order to answer the key question. The most prominent 
contributors of Regime Theory are Stephen D. Krasner and Oran R. Young, who have made 
several contributions to the understanding of governance without government. Regime Theory is 
based on issue-specific institutional arrangements designed to solve a problem.29 Thus, Regime 
Theory has a thorough backward looking perspective in order to contextualise the formation of 
regimes, but due to its backward functional conception, it needs very substantial attention to 
implement. Moreover, there is no narrow focus as in the isomorphic concept, which is called for 
in order to operationalise the key question concerning the influences of the EU accession. 
Regime Theory could be perceived as a theoretical precursor to New Institutionalism, but needs a 
                                                 
27 Wæver (1992), p. 16 
28 Wæver (1992), pp. 79-88 
29 Young(1999), p. 7 
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broader empirical foundation to explain all factors constituting a regime and has not had the 
same focus from theorists and development in the recent decades, which is the case for New 
Institutionalism. Regime Theory includes multiple actors as influents on the regime, but in order 
to maintain the Regime, the nation states remain the prominent actor, which emphasises a 
differing level of analysis than the one intended here. Thus, the Regime Theory does not reach 
the same level of explaining the mechanisms for change as the New Institutionalism. 30 New 
Institutionalism incorporates diverging theoretical strands around the notion of institutions 
matter and thus increases its explanatory power.   
 
In a regional context as emphasised in the introduction, there is a need to focus on more 
subsidiary approaches in the attempt to explain the consequences for the maritime transport 
sector in the Baltic States’ accession in the EU. An alternative theoretical approach, which could 
have provided a more normative foundation of the one chosen, is the meso regional approach. 
This approach combines multiple theoretical strands as the New Regionalism, but emphasise a 
more critical approach than New Regionalism towards globalisation. Additionally, the meso 
regional approach to a larger extent emphasise analyses of the national production systems, which 
is not the focus in this report. The regional focus is accentuated by and B. Hettne in a New 
Regionalism approach by a combination of several theoretical approaches. Here, for instance the 
explanatory power of Neofunctionalism is combined with New Institutionalism and the 
traditions from other regional theories. Hettne established his theoretical approach on the 
empirical base on the establishment of the Internal Market, why the use of the approach is 
legitimised.31 Larner, W. and Walters, W. widens the New Regionalist approach with elements 
from New Institutionalism by explanations to how institutions on various levels are structuring 
the society, being constituted by the society as reciprocal actions.32 Larner and Walters emphasise 
the possibility of combining elements of New Regionalism with New Institutionalism More 
distinctively, J. W. Scott uses elements of New Institutionalism to explain the driving sources 
towards regional integration within New Regionalism. 
 
The New Regionalism is combined with the explanatory power of New Institutionalism 
introduced by W. Richard Scott, who establishes a terminology of diverging theoretical strands 
within the notion of institutions are a part of the society. W. R. Scott’s theory of institutions is 
                                                 
30 Krasner(1982), pp. 190-206 
31 Söderbaum (2003), p. 4 
32 Larner and Walters (2002), pp. 422-424 
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developed within the theoretical field of organisation theory, but the terminology has been used 
in wide empirical context.33 Particularly, the term of isomorphism explained by DiMaggio and 
Powell, because of the initial intention was to analyse the mechanisms causing change in the 
institutional settings in the maritime transport sector, which the concept of isomorphism 
emphasises.34  
 
As mentioned previously, the implicit intention in the key question is to identify, if there has been 
any changes in the maritime transport sector in the Baltic States, since their accession in the EU, 
and especially in relation to the liberalisation of the maritime transport sector and the following 
adaptations made in relation to this. Naturally, there are several possible theoretical approached, 
which could illuminate these potential changes, on different levels. The focus in this report is to 
identify the effects on the Baltic States maritime transport sector since the accession in the EU. 
Thus, this implies a bridging between the process and the effects in a period of time, which is 
combined with the New Regionalism and New Institutionalism theories above. 
 
Thus, the theoretical perspectives used in this report are based on two approaches, which in 
combination provide increasing explanatory power. The key question elucidate the influence on 
the maritime transport sector in the Baltic States by being accessed in the EU, why these 
approaches serve as a guideline for answering the hows and whys according to the key question. 
The use of the theory of New Regionalism is based on the understanding of the rationales of the 
EU is in accordance with the New Regionalism’s assumptions of the liberal driving sources in the 
EU. 35 Moreover, the New Regionalism emphasises the driving sources to regional integration, 
which is applicable on both the EU level and the Baltic Sea Region level. New Regionalism by 
Hettne, Larner and Walters and Scott operates with a dimension of institutionalism, why the 
combination of Scott and DiMaggio and Powell are considered as justified. The New 
Regionalism seeks to explain the transformation process in a broader view by Scott’s three pillars 
of regional driving sources, where the concept of coercive, mimetic and normative isomorphism 
provides a more narrow explanatory power. Thus, the two chosen theoretical approaches 
supplements each other and in combination provides an increased explanatory capacity.  
 
                                                 
33 Mac, A. (2003), p. 39 
34 DiMaggio and Powell(1991), pp. 63-74 
35 Beeson and Jayasuriya (1998), pp. 5-7 
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II.4 Methodological empirical perspectives 
 
In this part of the methodological chapter, the perspectives and choices regarding the selection of 
empirical sources is accentuated. Thus, the intention is to establish a methodological overview of 
the field of investigation in relation to the methodological considerations regarding theoretical 
and the methodological strategy.  
 
Initially, the report has its empirical starting point in the maritime transport sector in the Baltic 
States; Estonia, Latvia and Lithuania, which have become a part of the EU in May 2004 and 
additionally are a part of the Baltic Sea Region. Firstly, the centre of attention on the Baltic States 
is ascribable to the fact that the countries are facing many challenges concerning their accession 
in the EU and have had diverging national systems to regulate their markets after they gained 
independence after the collapse of the Soviet Union. Secondly, the reason for focussing on the 
Baltic Sea Region is based on the assumption of regions such as the Baltic Sea Region represents 
an analytical framework for initiatives with transboundary elements and encompasses a subsidiary 
criterion in relation to common history and cultural understanding as emphasised in the 
introduction. Thirdly, the reason for focusing on the maritime transport sector is partly founded 
in its evident transboundary elements, where the units such as the business side of the sector is 
international a priori in this report, but is defined regionally by the necessity of acting in the Baltic 
Sea. Additionally, this is given high priority by the EU in order to fulfil the structural needs of the 
Internal Market.  
 
The empirical research is based on reports, initiatives, speeches and statistics regarding the 
maritime transport sector in the Baltic States and moreover five qualitative research interviews. 
The reports and initiatives are chosen from the actors that operate within the Baltic Sea Region 
maritime transport sector. The statistical data are chosen from reliable international agencies, 
such as Eurostat, UN and OECD. Due to the fact that the Baltic States just recently joined 
respectively the EU and the OECD, the statistical material only covers one to three years back. 
In addition to the above mentioned, selective statistical data and figures from the Baltic Outlook 
2006 and Statistical Analyses of the Baltic Maritime Traffic, and Technical Research Centre of 
Finland 2002 will be used to provide specific information about the maritime transport sector. In 
that relation, it is considered a methodological deficiency that the Baltic States are not included in 
the EU statistical material, because the data after the EU-25 enlargement is not available at this 
 24
time. The empirical chapter is established by reports concerning the Baltic Sea maritime transport 
sector and EU Commission papers. The selection of the Commission papers derives from their 
relevance to the maritime transport sector and thus the EU´s Internal market. However, in order 
to narrow the scope of empirical sources in an attempt to create an overview, the Council 
Regulation (EEC) No. 4055/86, Council Regulation (EEC) No. 4056/86 and Council Regulation 
1/2003 and the following adaptations made in relation to this is qualified as the guideline for the 
EU sources. Additionally, the Baltic States accession papers and national focused report are used 
to enlighten the challenges in relation to perspectives from EU reports emphasising the Internal 
Market, competition, regional development and naturally reports accentuating maritime 
transport. During the writing of the report, there has been a screening process where various 
sources have been identified, and if they have proven relevant to the empirical focus, the new 
empirical material has been added to the empirical chapter. This is in accordance with the 
abductive strategy of analysis, where the domain of knowledge is extended and differentiated in 
order to ensure the validity and reliability of the strategy of analysis and the following 
conclusions. 
 
The empirical field, which has been part of the initial domain of knowledge and the empirical 
findings described in chapter IV, will influence the establishment of the framework for analysis 
established firstly in chapter V.  
 
The empirical findings are of both quantitative and qualitative character. The qualitative elements 
are firstly provided by five speeches held by Baltic States’ Ministers of transport in 2000 and 2005 
on seminars regarding the restructuring of the transport sectors in relation to the EU accession. 
The speeches are enclosed in Annex IIA-E. Secondly, 5 qualitative research interviews, which is 
emphasised in the following.  
 
II.4.1 The qualitative research interview 
In relation to the empirical methodological considerations, the qualitative research interviews are 
an important part of the empirical findings and have an important function in connection to the 
abductive strategy for analysis. The qualitative research interviews functions as a source to gain 
insight in a complex field of investigation. The persons interviewed, the respondents are chosen 
on the assumption of they posses an insight to the field of investigation, which is achieved by 
professional occupation over several years and thereby have gained knowledge, which can be 
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perceived as expert knowledge, whereby they are able to explain to most profound tendencies 
and events in a broad and complex context. The purpose is, by condensing the respondent’s 
arguments, in relation to their position in the field of investigation as professionals with certain 
interests, in order to incorporate the relevant arguments to the analysis.36  
 
In the use of the qualitative research interview, there are many various sources for fallacies, why 
certain initial clarifications are needed. Steinar Kvale has developed a profound methodology 
establishing the concept of the semi-structured research interview. The concept emphasises a few 
delimited themes, which functions as a base for the interview. In spite of this structure, it is 
accentuated that the interviewer stays vigilant during the interview enabling a following of new 
unexpected angles and obtain an elaboration of them, which necessarily will occur. The interview 
is not considered a conversation between two close persons, because the interviewer is the one 
controlling and defining the subjects by the interview guide and thus the questions. On one side, 
this situation naturally requires thorough preparations before the interview, and equally important 
processing upon the actual interview. On the other hand, the interviewer needs to maintain an 
open mind enabling a pursue of new angles and possible conditions in relation to the strategy of 
analysis. The concept of the qualitative research interview underlines the processing of the 
interview as structuring all gathered data in meaningful contexts, ensuring that the arguments are 
analysed and handled in the context they were meant by the respondent. The respondents chosen 
here are founded on their various contributions to a holistic picture in general, in relation to their 
knowledge about the maritime transport sector in the Baltic States.37  
 
II.4.2 Respondents 
 
Kuršių Linija 
Kuršių Linija was established in 1995 and has been an expanding company since then. Kuršių 
Linija is the only Lithuanian capital short sea container shipping company providing freight 
delivery services in the Baltic States, Poland, Russia, United Kingdom and Northern Europe. 
Kuršių Linija is the only short sea operator in the Baltic States that is entirely owned and 
                                                 
36 Neuman (2000), pp. 373-375 
37 Kvale (1997), p. 133  
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managed by Lithuanians. The respondent was Mr. Dale, Commercial Director, who is in head of 
market operations.38  
 
Sea Trade Services 
Sea Trade Services is a major Estonian based shipping company with operations in the Baltic Sea, 
the Mediterranean and the Black Sea. Sea Trade Services is mainly operating with cargo vessels 
within the Baltic Sea, but ships cargo into and out of the Baltic Sea as well. Mr. Dahchenko is 
Operating Vessel Director in the Sea Trade Services and has profound knowledge about the 
differences between the markets.  
 
Team Lines 
Team Lines is a part of Finnlines Group, and is one of the largest feeder and short sea shipping 
companies in the Baltic Sea Region. Team Lines’ core business is the transportation of containers 
from the oversea ports of Hamburg, Bremerhaven and Rotterdam/Antwerp to about 20 
harbours in the Baltic and North Sea and vice versa. The respondent was Mr. Harnack, Director 
of Team Lines 39 
 
Mearsk Latvija SIA 
Mearsk Latvija SIA is a part of Mearsk Line, which is a division of the A.P. Moller - Maersk 
Group. Mearsk Line is one of the leading liner shipping companies in the world with more than 
500 container vessels and 1.4 million containers and has offices in more than 100 countries. Ms. 
Malceva, General Manager, Mearsk Latvija SIA is in charge of all Maersk Line activities in Latvia 
and Mr. Rimsha, Product Delivery Manager in the Baltic States, has contributed to enable 
clarification of the answers.40   
 
Pr. Lauri Ojala 
Mr. Lauri Ojala, professor at Turku School of Economics and Business Administration, 
Department of Marketing and Logistics. He has worked as an expert for the World Bank and 
United Nations Industrial Development Organisation (UNIDO) and other international agencies 
in several projects that have dealt with transport sector development in, among others, the Baltic 
                                                 
38 Kuršiụ Linija (website) 
39Team Lines (website) 
40 Maersk Line (website) 
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States. Among others Mr. Ojala has edited the substantial reports on restructuring of the 
transport sectors in the Baltic States in 2001, 2003 and 2006.   
 
In the established interviews, the objectives are to create a profound set of tendencies and 
arguments, which would enhance reliability and validity to the conclusion of the key question. 
There have been attempts to interview governmental agencies in form of the maritime 
department director in the Latvian Ministry of Transport, but in spite of several appointments, 
the promised interview was not established. Furthermore, there have been attempts to interview 
international shipping organisations such as the European Community of Ship-owners’ 
Association (ECSA) and Baltic International Maritime Council Organisation (BIMCO). However, 
it has not been possible to establish interviews with these organisations. The optimal situation 
regarding established interviews naturally would be more representative if all or more actors 
related to the Baltic States maritime transport sector were interviewed. However, in relation to 
the five established interviews, the process has been in accordance with the abductive strategy for 
analysis, the respondents to a large extent have been contacted in order after the first interview to 
elaborate uncertainties or pursuing new angles in the field of investigation.  
 
The five qualitative interviews are referred to in the analytical chapter by mentioning the 
respondents’ names. Transcriptions of the interviews are enclosed in last part of the report as 
Annex 1A-1E.  
 
In chapter IV, most of the empirical findings used for the further analysis are described. 
Naturally, the findings are qualified by they direct relation to the maritime transport sector in the 
Baltic States and the Baltic Sea Region, and in connection to the EU regulation on this area. 
Furthermore, the methodological considerations regarding reliability and validity are accentuated 
in the Epilogue (chapter VII).  
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III Theory 
 
In this chapter the theoretical framework of the report is presented. As described in the previous 
chapter concerning the methodical considerations, an analysis will be established by a 
combination of both the theory of New Regionalism and New Institutionalism. Therefore, this 
chapter explains in detail the two theoretical approached. Firstly, the theory of New Regionalism 
is discussed in relation its opposite; Old Regionalism. From the discussing, three driving sources 
for regionalisation are drawn, which will be used in the analysis. Secondly, the theory of New 
Institutionalism is presented. From this approach, it is possible to establish three elements, which 
explain some of institutional changes. The elements of institutional changes will be used in the 
analysis in combination with the driving source for regionalisation.          
III.1 New Regionalism 
Broadly, New Regionalism is a theoretically explanation of the development in regional 
integration and cooperation form the 1980th and forward.41 The most common example of this 
regional development is naturally the EU but various forms of transnational cooperation may be 
considered in the view of New Regionalism e.g. NAFTA, Mercosur, ASEAN etc. 
 
The term New Regionalism is also referred to as “the second wave”42 of Regionalism, where the 
first was developed in the post World War II period. Both waves take their departure from the 
development and integration in Europe. To large extent, the New Regionalism “wave” was 
expanded from the White Paper in 1985 “Completing the Internal Market”, which was described in 
the introduction chapter I.43 The development and further understanding of New Regionalism is 
described in the following sections.    
 
                                                 
41 Söderbaum (2003) p. 1 
42 Söderbaum (2003) p. 4 
43 Söderbaum (2003), p. 4 
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III.1.1 New Regionalism Approach 
An important element that separates New Regionalism from more classical approaches of 
perceiving how and why nation states cooperate is: 
 
“…the new regionalism is characterized by its multidimensionality, complexity, fluidity and non-
conformity and by the fact that it involves a variety of state and non-state actors, who often come 
together in rather informal multi-actor coalitions”44 
 
Thus, it is imperative not to see New Regionalism as explaining narrow and formal relation 
between states. In addition, integration is not only perceived through formal institutions or 
organisations. Bjørn Hettne develops this further and argues that it is needed to move beyond the 
pure state-centrist way of perceiving regions.45 
 
In order to understand Hettne´s conceptualisation more specifically, firstly it is necessary 
to distinguish between New Regionalism and Old Regionalism. According to Hettne, Old 
Regionalism is characterised by a pivotal point around the nation-states, while New 
Regionalism represents a more complex system with a variety of relations and actors. In 
the perspective of Old Regionalism, regionalisation is solely a result of state actors’ inter-
relations. Thus, a region is formed as a result of cooperation between contiguous states. 
Opposite to this, New Regionalism perceives regions as a result of complex conditions. In 
addition, the regionalisation can also be a result of informal processes as well as being 
forwarded by formal organisations.46 
 
To elaborate, Hettne argues that New Regionalism is diverging from Old Regionalism on some 
very fundamental elements. The table below establishes five diverging characteristics. 
                                                 
44Söderbaum (2003), p. 2 
45 Hettne (2003), p. 22 
46 Hettne (2003, p. 23 
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Table 1The difference between New and Old Regionalism 
New Regionalism Old Regionalism 
1. Multipolar Bipolar Cold War world 
2. Ideas based on the idea of 
voluntarily 
Ideas created from above 
3. Open Protectionist 
4. Multidimensional objective  Specific objective 
5. State and Non-states actors 
operation on various levels 
Relations between neighbour nation 
states 
Figure constructed on the basis on research conducted by Björn Hettne 47 
 
To understand the analytical difference between Old and New Regionalism one needs to 
accentuate the development of international political theory. The period of Old Regionalism was 
characterised by the traditional integrations theories, e.g. the 1950-60ies dominant approach of 
neofunctionalism, in which political integration is conceived as, to some extent, being a result of 
economic spillover effects.48 According to Hettne this is a too narrow perception of the concept 
of a region and it lacked an ability to explain regionalisation in general. Moreover, it failed to 
explain the EU development in the 1970-80ies, where the European integration was deadlocked, 
as also described in the introduction chapter I. In the New Regionalism Approach, the reason for 
integration is not reduced to regional actors, but perceive more widely as a political project. 
Hettne argues: 
 
“The level of regionness defines the position of a particular region or regional system in terms of 
regional coherence and identity, which can be seen as a long-term endogenous historical process 
changing over time from coercion, the building of empires and nations, to move voluntary 
cooperation”49      
 
Hettne is arguing that the regionalisation also maybe a result of political ambition and not only as 
outcome of interaction among actors. Thus, it can be a political project to develop a regional 
understanding.  
                                                 
47 Hettne (2003, p. 22-39 
48 Hettne (2003), p. 27 
49 Hettne (2003), p. 28 
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III.1.2 What governs regions? 
To understand regional development, one may not solely perceive regions in a state centrist way, 
but a question that one may emphasise is: who or what are these multidimensional aspects 
governing or governed by? 
 
In the perspective of Wendy Larner and William Walters50 Regionalism is a liberal perspective. 
Not only in an economical sense, but first of all because an important element is about “govern 
at a distance”. According to Larner and Walters regions: 
 
“seek to govern states, firms, and intermediary organisations without subjecting them, to excessive 
juridical-legal power or regulation” 51  
 
Due to the lack of supranational options, the European Commission has used policy networks to 
control the Single European Market. Policy networks can, in this context, be understood as 
interlocking politics (vertical and horizontal linkage between state and non-state actors). Thus, 
the policy making in the EU has been characterised by an increase in policy networks as a 
method of regulation.52 Hence, the policymaking process has been characterised by trans-national 
and transgovernmental coalitions among private, sub-national, and supranational actors rather 
than intergovernmental bargaining. The use of policy networks is similar with the notion of 
liberal economic governance. The policy networks reflect the importance of ‘govern at a distance’ 
in a liberal economy. Beeson & Jayasuriya argue that policy networks are only a possible 
regulation mechanism within the framework of liberal political reasoning for two reasons: Firstly, 
policy networks include both state and non-state actor. Hence, they operate at a distance of 
political authority. Secondly, in the context of the EU a notion persists (liberal political 
rationality) of the economy (and society to a lesser extent) as at natural entity, why it requires 
certain technical expertise to understand these autonomous processes. In the EU, policy 
networks serve this function of technical expertise that constitutes the Single European Market as 
an autonomous entity. Without the construction of regulatory frameworks and the technical 
                                                 
50 Larner and Walters (2002), p. 423 
51 Larner and Walters (2002), p. 423 
52 Beeson and Jayasuriya (1998), p. 11 
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expertise embedded in policy networks, the autonomous of the Single European Market would 
not be possible.53                   
 
Larner and Walters discuss, in an article from 2002, how New Regionalism can be included in an 
institutionalised context. The basic argument is that regions may be seen as abstract construction. 
They present a number of arguments on how regions may be perceived in a New Regionalism 
point of view. Nation states and thus regions are part of the global economy. As a respond to the 
globalisations effect on the nation states, it becomes a common understanding that it is necessary 
to interact with other nation-states in a region.54 Thus, New Regionalism takes, according to 
Larner and Walters, the term global economy55 as a presumption, where regions are considered as a 
smaller entity of the international economic system. 
Regions in the perspective of New Regionalism will be govern though spatial multiplicity.56 Nation 
states can be members or participate in more than one region. Regions should be understood not 
as a system with one authority, as within a nation state, but as a complexity of various governing 
elements. Regions may be seen as a territorial area or having a place. 57 Additionally, regions is 
located at a place in the global world, where there is a connection between the participants, e.g. 
via identity or culture. In this relation it is important to underline that the members of a region at 
the same time can be different but still identify themselves as having some kind of connection to 
the other member of the region that they do not have common with other regions.58 
Moreover, region may be perceived as having a function. The purpose for a region is often not to 
govern in general, but to deal with of specific issues. Regions are often legitimised with a general 
benefit for people’s social life; “Indeed, they are justified though their restriction to particular aspects of social 
life.” 59Often a region’s function is linked directly to a function in the economic situation. The 
region is the “salvation”60 for participant on the “market”.  
 
Larner and Walters argue that the liberal concept in New Regionalism ought to be considered 
widely. Liberal government should not be scientifically as reduced to a formal institution or 
power as hierarchically. Instead governments govern through spaces such as; society, population, 
                                                 
53 Beeson and Jayasuriya (1998), pp. 11-14 
54 Larner and Walters (2002), pp. 408-410 
55 Larner and Walters (2002),  p. 409 
56 Larner and Walters (2002), p. 410 
57 Larner and Walters (2002), p. 412 
58 Larner and Walters (2002), p. 413 
59 Larner and Walters (2002), p. 413 
60 Larner and Walters (2002), p. 414 
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economy, the public, the citizen and the family.61 Thus, Larner and Walters argue that the concept of 
“govern” should be understood as a complex system, in which governing is taking place though 
various “media”. This understanding is closely related to the concept of institutionalism, which 
will be clarified later in this chapter.  
 
To elaborate on the liberal perspective, Larner and Walters argue that because region should been 
conceived beside the nation states and these regions consist of liberal states that are 
autonomously governing. In the view of New Regionalism this role could be handled by firms or 
networks that interact as well as nation states. Even though these interactions to a large extent are 
constituted and deriving from trade among the participants, the relation could be perceived as 
region-building e.g. as creating an idea of a “common purpose.”62  
 
Another important element is that the regions often can be perceived as being better at governing 
a certain problem. As Larner and Walters argues: 
 
“Indeed, it could be argued that regions are perhaps more effective than nation-states at 
governing liberally because regions are unable to resort to the excessive juridical-legal powers still 
available to nation-states.” 63     
 
This quote transmits to Beeson and Jayasuriya’s arguments of liberal rationality in regional 
governance. Thus, conceptualising liberal regional governance as indirect forms of economic 
regulation that ‘govern at a distance’ when supra-national actors and private actors participate in 
policy networks regulating e.g. the Single European Market. Another point in the argumentation 
of New Regionalism is that the agreements between the participants in a region need to be publicly 
accepted64. Larner and Walters argue that agreements are made voluntarily and thus often needs to 
be democratically approved with the result that it needs to be accepted in the public.65 
Furthermore, Larner and Walters argue that liberal government often encourages people to act or 
adjust their behaviour in a certain way. Larner and Walters argues that this perspective may be 
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64 Larner and Walters (2002), pp. 417 - 418  
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passed on to a regional level; there the participations in a regional cooperation may urge nation 
states to act or reform in a certain way. 66 
 
An important governance instrument for regions are inclusion and exclusion. Regions often give 
themselves constraints on the participants, which secure the extent of the region. Larner and 
Walters argue the possibility of “opting-out”67, can have beneficial effects on the integration, 
because nation states can decide, to an extent, which part to be part off e.g. Sweden, Denmark 
and United Kingdom have voluntary decided to be outside European Single Currency. The 
explicit inclusion and exclusion may result in that regions develop into more sovereign power, for 
example the need for exclusion may as a consequence course formal enforcement institutions.   
III.1.3 Driving sources  
Based on the work established by Hettne and Larner and Walters, it is identified that New 
Regionalism distinguishes form a traditional nation states orientated way of perceiving regional 
development. While Hettne argues how Old Regionalism and neofunctionalism is not capable of 
explaining the upcoming of more and more non-formal regional cooperation, Larner and Walters 
are arguing how multidimensional interaction is the core of on how regions are constructed. 
However, it would be helpful to explicit possible drivers or factors to facilitate the regional 
cooperation.      
 
James Wesley Scott have researched regional cooperation in respectively Europe and North-
America, from where he establishes three types of driving sources for transnational cooperation, as 
the following table is illustrating: 
 
Table 2 Sources of cross-border regionalism 
Material Discursive Cognitive 
Institutional frameworks 
resources and incentives 
that encourage cross-
border co-operation 
The creation of 
ideological platforms and 
paradigms that provide 
political legitimacy and 
orientation to cross-
border regionalism 
Processes of creating 
regional self-awareness 
identification with 
common problems and 
development contexts as 
pre-condition for 
establishing communities 
of interest 
 
                                                 
66 Larner and Walters (2002), p. 417 
67 Larner and Walters (2002), p. 419 
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Scott is exemplifying these three driving sources with examination form respectably studies of 
cooperation in Europe and North America. The cognitive source for regionalisation may be 
development in public actors and NGO’s, which focus on the region. The discursive source 
should be perceived as how regions become responses to global challenges or how integration is 
associated with a “greater project”. The material source of regionalisation is related to formal 
institutions, organisations and the actual support from the nation states involved in regional 
cooperation.     
 
According to Scott, there are various driving sources facilitating more cooperation across the 
borders of nation states. As also illustrated in the Table 2 this can be through formal 
organisations or institutions as well as informal.  
 
To elaborate on Scott’s approach, he identifies how various indicators or sources can effect the 
integration. The strategies of the integration are often related either to; economic development, 
infrastructure or environmental issues. 68 The actual integration can be carried out by both the 
formal supranational institutions, e.g. the European Commission, or by regional actors or actors 
from non-governmental organisation (NGOs), e.g. environmental organisation.  
 
The scientifically focus on the importance of political power and development taking place out-
side the decision-makingprocess of nation state is increasing, and thus it is interesting to examine 
what courses regional integration. Scott is arguing that even though there the far less formalised 
cooperation in North America than in Europe, it is still possible to identify a wide integration and 
united idea concerning the purpose and need for cooperation. Beside this, it is to a larges extent 
NGO’s and local authorities that are the drivers of the integration processes. The result is that 
the cooperation often is limited to very specific areas.  
The European Union is, on the other hand, working from more formalised institution that is 
trying to create more integration by stimulating cooperation via programs like InterReg. 69Also 
NGOs are playing an important role for the regional development in the EU, even thought they 
may be less important than in the North American case. 
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“Universities, environmental groups, cultural association, chambers of commerce, trade unions and 
other non-governmental actors have also been active in promoting co-opeation, even if they have not 
always been able to develop harmonious working relationship with formal co-operation 
institution.”70 
 
Thus, Scott is advocating for both the importance of NGOs and large group of non-state actors, 
as being important “drivers” for the regionalisation. Especially, they serve the role of creating the 
awareness of the region. 
III.1.4 Summary 
From the approach of New Regionalism, it is possible to extract how the process of 
regionalisation is driven forward. In the theoretical examination above, it is argued that 
regionalisation can be explained by where among the institutions the regionalisation process is 
working. The claim is that integration and interaction work within one or more institutions and 
this process can be developed into more integration and thus further regionalisation. The three 
sources established be Scott elucidate that can drive forward regionalisation. The material, discursive 
and cognitive sources are in other terms representing respectably the regional formal framework for 
regional cooperation, linguification of the region, and regional self-awareness. The concepts of 
driving sources are used in the latter part of the analysis, thus framing the same analytical 
question for further research in analysis part II.          
 
From the theory of New Regionalism it is difficult to draw out exactly how the processes of 
institutional changes are working. The aim of this report is to identify if the changes in relation to 
the EU accession in the maritime transport sector have had any influence on the regional 
integration in the Baltic Sea Region. Thus, a theoretical understanding of the institutional changes 
is needed, and the next section of this chapter will describe how institutional changes can be 
comprehended.  
                                                 
70 Larner and Walters (2002), p. 608 
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III.2 New Institutionalism 
 
The theoretical approach of New Institutionalism encompasses in a broad sense many theoretical 
traditions within economy, sociology and politology, which usually have antagonistic ontological 
and epistemological strands, but has widely accepted that “institutions matter” in order to 
contribute to explain some of the trends and actions in society in general and in specific 
theoretical topics.71  
 
W. Richard Scott attempts to include the different presumptions in a general overview of their 
starting points in relation to theory of science, the dynamics of institutions and their rationality of 
action.72 Scott explains institutions as being based on cultural-cognitive, normative and regulative 
elements that with related actions and resources influence to stability and connotation to social 
life. Institutions are transmitted in many ways and operate in all levels of society, but are possible 
to change and reshape both incrementally and intermittently.73 
 
Scott constitutes three pillars founded on the cultural-cognitive, normative and regulative 
elements, in which he categorise and explain the differences between by focussing on six 
concepts: Basic of compliance, basis of order, mechanisms, logic, indicators, and finally basis of 
legitimacy. According to the methodological considerations the primary focus is to explain the 
changes within the maritime transport sector in the three Baltic States, and the effects on the 
regionalisation, as states in the previous part of this chapter. Thus, the institutional approach 
implied in the project is due to explain the changes, or in relation to the key question how the EU 
accession has influenced the maritime transport sector in the Baltic States. Thus, the focus is on 
the institutional mechanisms. Here, Scott illuminates the different theoretical strands founding 
the mechanisms, where DiMaggio and Powell contribute with an explanatory power based on the 
institutional changes, and embracing wider by the introduction of the concept of isomorphism.74  
 
DiMaggio and Powell introduce the concept of isomorphism to explain some of the processes 
and mechanisms taking place within organisations and relations in general. Their starting point is 
collective rationality in organisational fields caused by institutional isomorphism. Their main 
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72 Mac (2003), p. 38 
73 Scott (2001), pp. 47-50 
74 Scott (2001), pp. 52-61, DiMaggio and Powell (1991), pp. 63-74 
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focus here is theoretically to explain why organisations on all levels are tending to become 
homogeneous and similar why institutions adapt to each other and establish similarities or even 
become alike without necessarily making them more efficient. These processes conceptualized by 
isomorphism are largely affected by the state and the professions and furthermore, as DiMaggio 
and Powell states:  
 
“(…) Highly structured organisational fields provide a context in which individual efforts to deal 
rationally with uncertainty and constraint often lead, in the aggregate, to homogeneity in structure, 
culture and output.”75 
 
Thus, as accentuated in the quote, DiMaggio and Powell´s assumptions on isomorphism could be 
applied in the framework of Scott, but focuses on the processes of change. DiMaggio and Powell 
emphasise that institutional isomorphism is a useful instrument to understand the politics and 
ceremony that saturate modern life. Isomorphism finds expression in three types: coercive, 
mimetic and normative isomorphism. The typology is primarily an analytical one giving 
possibility for indistinct types empirically. 76  
 
Firstly, coercive isomorphism characterizes the way institutions or organisations are forced to adapt to 
directives made from other actors, especially actors, who have the resources and legitimacy to 
change the institution. The legitimacy not merely stems from force by other actors, but from 
persuasion or invitation to join an agreement, or it could be expected to do so due to cultural 
similarities influencing or encompassing the institution under pressure. Thus, the processes of 
coercive isomorphism result from both formal and informal pressure. Naturally, coercive 
isomorphisms are easy identifiable in some cases, where an institution legally is influenced. In the 
informal case, actors constituting an institution, which again influences other institutions, can 
alter it in the long run by their actions or choice not to act. The institutional setting e.g. funding 
and contracts may thus be influenced by informal or formal isomorphism. In a more particular 
degree, DiMaggio and Powell argue:  
 
                                                 
75 DiMaggio and Powell (1991), pp. 63-64 
76 DiMaggio and Powell (1991), pp. 63-66 
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“(…) as rationalized states and other large rational organisations expand their dominance over 
more areas of social life, organisational structures increasingly come to reflect rules institutionalized 
and legitimized by and within the state.”77 
 
Here, it is argued that other organisations transform other organisations, and thereby coercively 
influence the institutions within or in the environment of the organisation being dominated by 
rituals causing conformity. In this case, the indicators may be more restrained and less explicit 
than the one mentioned before. Coercive isomorphism may cause organisational changes and for 
example constitutes hierarchies in order to gain support. DiMaggio and Powell emphasise that 
coercive isomorphism is the most common and most powerful type of isomorphism. 78   
 
Secondly, mimetic isomorphism explains the process of imitation, where institutions with an 
uncertain future imitate other, more successful institutions. Hence, some institutions copy 
solutions from other institutions when crucial decisions are needed. Uncertainty is thus a 
powerful force, both when it derives from internal or external factors. The organisations or 
institutions being copied or imitated are usually unaware of the process, it serves only as a 
suitable source, but the results may not be as wished for. The imitated organisation may have an 
incitement to stop the imitation, which may be its primate to success. Hereby, the imitation 
isomorphism can be fragmentised causing no of the expected changes or worsening of the 
situation. DiMaggio and Powell elucidate that concepts within an organisation mimetically can be 
copied giving the example of innovation. That organisations become innovative may, thus, derive 
from mimetic isomorphism. This can too be caused by intent to signal that the organisation 
having uncertainties are demonstrating its improvements and thereby its legitimacy.79  
 
In spite of the objective of being different from other organisations in order to be competitive 
and again improve its legitimacy, many institutions within the organisational structures are 
imitated on other ones. This is caused by managers wish for instant success or uncertainty about 
another structure will provide the wishful effects. It is naturally impossible to invent new breads 
or types every time an organisation is constituted, but the intense use of consultants in modern 
society is a main cause to mimetic processes. Thus, the homogeneity process in relation to 
mimetic isomorphism are based on modelling of organisations that are perceived as operating in 
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78 DiMaggio and Powell (1991), pp. 66-68 
79 DiMaggio and Powell (1991), pp. 69-70 
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a way, which by implementing it in the organisation causes legitimacy and success. There is, as 
DiMaggio and Powell states, however, not a universal formula effecting triumphs in modern 
society.80   
 
The third and last type of isomorphism is the normative one. Normative isomorphism explains how 
the actors within institutions by professional and a common understanding make appropriate 
decisions. E.g. the normative isomorphism may occur if actors within an organisation share a 
common perception, because of the actors are having the same educational background.81 The 
concept of professionalisation is understood by DiMaggio and Powell as collectively to struggle 
for defining conditions and methods related to ones job, founding a cognitive legitimacy for ones 
work-related autonomy. In this relation, there has been a shift in modern society compared to 
earlier organisations. Now, the professionals are more independent within the organisational, 
structure in relation to their own function, but more dependent by the organisation in general. 
This provides coercive and mimetic isomorph pressure on the professionals as on organisations 
which causes that various professionals with the same function in diverse organisations become 
similar. The normative professionalisation process is originated in two main reasons. One reason 
is the formal education and cognitive cloning produced by university expects. The second reason 
is the increasing networking relations that permeate the organisational and institutional structures 
resulting in rapid dispersion of new trends.82  
 
The normative isomorphic pressure may also be deriving from associations relating to trade or 
other interrelated business organisations influencing on what here is interpreted as best practices 
of professional behavior and rules within organisations. Additionally, recruitment to 
organisations is causing normative isomorphic processes, both because the professionals 
recruiting perceive certain applicants as better than others, especially if they have the same 
educational background as the recruiter. The main rational for this is certainty and the 
expectation of the recruiters that personal with the same educational background will tend to 
perceive challenges or problems in a similar manner. Subsequently, occupants with the same 
background will reinforce policies, procedures and structures as normatively endorsed and 
legitimized and perceive decisions in the same way. Hereby, the institutionalized symbols of 
status and best behavior will improve or sustain the organisational structure. Thus, there remains 
                                                 
80 DiMaggio and Powell (1991), pp. 69-70 
81 DiMaggio and Powell (1991), pp. 63-74 
82 DiMaggio and Powell (1991), pp. 63-74 
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both formal and informal normative isomorphic pressure internally and externally in 
organisations, which can be encouraged by government initiatives. Such initiatives could stem 
from financial support to organisations, which prerequisites normative shaping.83  
III.2.1 Summary  
The three types of isomorphic mechanism all encompass different aspects of institutional and 
organisational change. DiMaggio and Powell emphasise that the isomorphous processes can 
guarantee success as well as failure or no change at all. Nevertheless, the processes precede their 
span and flourish in many organisational structures. The coercive isomorphism describes both 
the formal and informal pressure that an organisation can be exposed for. It can either as legal 
influence or as the influence from other institutions. The mimetic isomorphism captures the 
internal pressure an organisation can under come, which to a large extent is a result of 
uncertainty. The consequences are that institutions model themselves after each other. The 
normative isomorphism is often referred to as the professionalisation isomorphism. It describe 
how norms become common often as a result of the involved people same way of thinking. It 
can either be because the involved people have the same education background or in some other 
way homogenous professionalsation. It may also be as a consequence of the involved people’s 
quest for getting a reward for what they think is the organisations desire.        
The homogenous isomorphic mechanisms tend to be dependent on the society in general by 
establishing barriers for some processes and stimulate to others e.g. by law or best practices.84 
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IV The maritime transport sectors of the Baltic States 
 
This section will present some empirical findings of the Baltic Sea Region’s maritime transport 
sector with focus on the Baltic States. Furthermore, the section emphasises the policy regulations 
of the sector, the EU regulations and the national Accession initiatives of the Baltic States. 
Finally, the section will include an overview of important actors, private and public, of the 
maritime transport sector.      
 
IV.1 The maritime transport traffic in the Baltic Sea Region 
Sea transport has traditionally been the driver for trade networks in the Baltic Sea Region. The 
Baltic Sea is one of the world’s busiest maritime areas, both in relation to the number of ships 
and the large amount of cargo moving across the Baltic Sea, which has been increasing the last 
decade.85 Thus, nine of the eleven countries had a higher growth rate in 2005 than the EU 
average of 2.1 percent.86 
 
                                                 
85 Helsinki Commission - HELCOM (website)  
86 Baltic Maritime Outlook 2006, p. 4 
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Figure 3 Share of intra-Baltic Sea Region trade of total import/export, 2003 
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The maritime transport sector is having an in creasing role of importance in the Baltic Sea 
Region, as Figure 4 indicates. The maritime transport accounted in 2003 for 50 percent of the 
total intra-Baltic Sea Region trade.  Furthermore, the international trade is becoming more and 
more important for the region. 76 percent of all maritime transport was to or from destinations 
outside the Region in 2003, while the intra-regional trade accounted for 24 percent of the total 
maritime transport.87 Consequently, the increasing importance of eliminating barriers, bottlenecks 
and institutional obstacles becomes more pressing as the maritime transport sectors become 
more important for trade and economic growth. 
 
There is high dependency of foreign trade in the Baltic Sea Region compared to the EU average, 
and there is a global trend towards more intra-regional trade. In this context, the potential 
regional market would be the Baltic Sea Region. Nevertheless, the significances of the regional 
trade vary from country to country. Figure 5 below illustrates the relatively importance of foreign 
trade in the Baltic States. Furthermore, the figure indicates that outbound transport of cargo to 
both intra Baltic Sea Region ports and extra Baltic Sea Region is having a more significant 
importance than the unbounded trade.        
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Figure 4 Baltic States intra- and extra-BSR maritime transport, by in-and outbound trade 
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In the period of the third quarter in 2005 13.500 vessels88 with a loading capacity of more than 
300 tonnes passed the narrow entrance, through the Danish straits, to the Baltic Sea. Almost all 
major vessels that needs to get either in or out of the Baltic Sea pass the fairway of the Skaw 
between Norway, Sweden and Denmark, as can been seen on the map below (Figure 6). Taking a 
closer look at the traffic routes, the pass way round Gotland is slightly more trafficked than the 
Skaw passageway, while the entry to the Gulf of Finland is the thirdly most trafficked location in 
the Baltic Sea. In the latter cases, it seems like a lot of the transport account for oil tankers, which 
passes the entry, in order to sail to one of the main oil terminals in Russia and Estonia. The figure 
below illustrates a snapshot of the vessels in Baltic Sea from October 2005. According to the 
newly introduced Automatic Information System (AIS)89, there are 1800 vessels at any giving 
time in the Baltic Sea.90 The figure indicates how the maritime trade patterns in the Baltic Sea 
Region are structured. Thus, the main routes of maritime transport are between the western part 
of the region (Danish, German and Swedish ports) and the Gulf of Finland (Finish, Russian and 
Estonian).       
                                                 
88 HELCOM(2005)¸p. 3  
89 Helsinki Commission - HELCOM (website) 
90 HELCOM(2005)¸p. 3  
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Figure 5 Snapshot of ships’ traffic in the Baltic Sea (October 2005) 
 
Source: HELCOM, 200591 
 
Below, Figure 7 shows that 41 percent of the short sea shipping in the Baltic Sea is transport of 
liquid bulk such as oil, and 23 percent of the transport is dry bulk e.g. coal, while the container 
traffic and the Ro-Ro transport respectively account for 7-8 percent and 17 percent of the 
maritime transportation in the Baltic Sea Region. 
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Figure 6 Share of Maritime Transport Modes in the European Seas, 2003 
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Source: Short Sea Shipping, 2004 
 
For the three Baltic States, the transportation of liquid bulk accounts for approximately half of 
the short sea shipping, transport of goods between ports in, or geographical Europe, which 
includes transport to and from EEA countries and Russia, hence the entire Baltic Sea Region 
goods in 2004, which for the case of Estonia actually accounts for 64,3 percent - the largest 
percentage in the EU. Below Figure 8, illustrates the composition of port calls in the Baltic Sea. 
Thus, the most frequent calls are passenger transport and indicate the regular liner passenger 
transport from Baltic States ports. It should be noted that the frequency of calls do not reveal the 
economic impact of the commodity. Thus, the figure do not shows the importance of e.g. liquid 
bilk transport to and from the Baltic States ports.    
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Figure 7 Cargo composition of port calls in the Baltic States, 1998 
0%
20%
40%
60%
80%
100%
Estonia Lithuania Latvia
Source: VTT, 2002
Cargo composition of port calls in the Baltic 
States, 1998 
Others
Passengers
RoRo
Reefers
Container
Gen. Cargo
Gas
Tankers
Bulk/comb
 
 
 
If one takes a closer look at the maritime transportation going in and out of the Baltic States the 
interaction with countries in the Baltic Sea Region accounts for a larger percentage, but not the 
most significant. In the Baltic States more goods are shipping towards the countries with a cost-
line at the North Sea than towards the countries surrounding the Baltic Sea Rim. It should be 
noted that one of the reasons for this may be found in the fact that transportation of goods by 
sea almost the only way of accessing the British Island, and that the harbour of Rotterdam in the 
Netherlands is Europe’s largest reloading location for goods heading against the Western 
European continent. 
 
The Baltic States were before the collapse of the Soviet Union, handling a large amount of the 
Soviet foreign trade through the Baltic ports. This pattern has continued after the disintegration 
of the Soviet Union. Today the three countries have strengthened their position as transit regions 
for Russian import and export.92 
 
As mentioned in chapter II statistical material from the Eastern European countries are difficult 
to locate. However from the United Nations Conference on Trade and Developments 
(UNCTAD) statistical handbook, the transport sector in general has been growing rapidly the last 
10 years, which off course is partly due to the general economic development in the Baltic States. 
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The Baltic States have undergone major structural reforms in order to meet the Accession 
criteria. The countries have experienced rapid economic growth, privatisation and growth in the 
private service sector since the Accession.  
 
IV.2 The EU accession and the Baltic States maritime transport 
sector 
 
In this section of the empirical chapter, it is emphasises what initiatives that has been in the Baltic 
States in relation to restructuring the maritime transport sector in relation to the countries 
accession in the EU. The Baltic States share, to an extent, the same history. The countries are 
neighbours towards the Baltic Sea Rim and were all part of the Soviet Union until its collapse in 
1991. Since 1991, when Baltic States became independent sovereign states many challenges have 
been facing them. One among others was to become a part of the EU, which should improve 
their economic performance in general as a part of the Internal Market.   
 
In relation to transform the maritime transport sector in the Baltic States, there has been an 
ongoing process in order to meet the demands of becoming members of the EU. Along with the 
actual accession in May 2004, there has been interest and assistance to the coming EU member 
countries from various EU agencies. The main concern from the part of the EU has in three 
respects. Firstly, there has been focus on facilitating the expected significant expansions of the 
maritime traffic at the ports. Secondly, a need for improving the safety of handling cargo, and 
thirdly, enhance the environmental protection regarding the maritime transport.93 To overcome 
some of the social, economic and more technological challenges within the Baltic States, 
concretely several agencies have assisted during the 1990ies. The Poland and Hungary Assistance 
to the Reconstruction of the Economy (PHARE)94 program emphasises the need for financial 
assistance to the countries. The Trans-European Transport Networks (TEN-T) accentuates the 
development of specific transport corridors to be identified, which specifically has resulted in the 
Baltic Sea Motorways Task Force, which objective is to facilitate international and inter-regional 
co-operation with the objective to establish fast track maritime corridors. The taskforce consists 
of representatives from EU countries in the Baltic Sea Region, the European Commission and 
                                                 
93 World Bank (2001) p.11 
94 Poland and Hungary Assistance to the Reconstruction of the Economy (PHARE) included all EU-25 accession 
countries. See European Commission (PHARE) (website) 
 50
Norway. In relation to TEN-T also the Baltic Icebreaking Management operates with the 
objective to reduce maritime transport delays and further accessibility, and the CEEC (TINA)95 
focuses of the specific needs in the Accession countries in relation to transport issues. Finally, 
there are the InterReg96 programs with a more bottom-up smaller scale initiatives including 
transport, and the ISPA97 and ERDF98 fund which finances more general themes, but as well 
encompass transport issues.99 In addition, the Baltic States have in general jointed all international 
conventions on transport issues, and made bilateral agreements with Commonwealth of 
Independent States (CIS) countries namely Russia. In order to highlight the emphasis on Baltic 
Sea Regional cooperation, there was in 1995 established the TEDIM100 program. TEDIM is a 
high-level public-private partnership working to dismantle barriers to international trade and 
business by improving the transport links in the Baltic Sea Region. The ministries in the Baltic 
Sea Region are members of the TEDIM and the project is linked to the EU Northern Dimension 
Action Plan.101  
 
IV.3 Networks Organisations in the Baltic Sea Region  
In addition to the EU related frameworks and agencies, there are various organisations and 
initiatives regarding the maritime transport sector in the Baltic Sea Region. The Council of the 
Baltic Sea States (CBSS) is an intergovernmental organisation representing all 11 states of the 
Baltic Sea Region. CBSS is responsible for the overall co-ordination of intergovernmental 
cooperation in the region such as identification of political goals, creation of action plans, 
initiating projects.102 Furthermore, the Baltic Assembly (BA) is an international organisation 
between Estonia, Latvia and Lithuania co-ordinating the Baltic countries' co-operation on the 
parliamentary level in regard of projects of mutual interest, common problems, and expressing a 
common position concerning international, economic, political and cultural issues.103 One of the 
most recent initiatives has been the establishment of the Short Sea Promotion Centres, which is 
                                                 
95 Central and Eastern European Countries (CEEC), Transport Infrastructure Needs Assessment (TINA) 
96 InterReg is an initiative for the ERDF (European Regional Development Fund). The objective is to strengthen 
economic and social cohesion in the EU by promoting cross-border, trans-national and interregional co-operation 
and balanced development of the European Union territory. See European Commission (Regional Policy 2) 
(website)  
97 Instrument for Structural Policies for Pre-Accession (ISPA) 
98 European Regional Development Fund (ERDF) 
99 World Bank (2004), pp. 57-59 
100 Telematics, Education, Development and Information Management (TEDIM) 
101 World Bank (2004), pp. 64-65 
102 Council of Baltic Sea States (website)  
103 Baltic Assembly (website) 
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constituted by maritime clusters in 16 countries including several in the Baltic Sea Region. The 
Promotion Centres main objective is to encourage to sustainable transport, primarily by lobbying 
for increased use of maritime in stead of road transport. These Centres focus on bringing 
together government department and private stakeholders.104 Another business organisation is 
the Baltic and International Maritime Council (BIMCO), which is an association of ship owners 
and comprises 65 per cent of the world’s merchant fleet. In line with BIMCO, the European 
Community Shipowners’ Association (ECSA) represents the national ship-owners associations, 
and has established a secretariat in Brussels to influence the EU maritime policies and promote 
the interest of ship-owners within the EU.105  Furthermore, the Baltic Port Organization (BPO) 
organise approximately fifty of the most significant ports in the Baltic Sea. The organisation 
facilitates networking and cooperation between the ports to improve competitiveness of the 
ports in the Region and creates cooperation with authorities and other interest groups.106 
Moreover, there are two Baltic fora, the Baltic Sea Forum and the Baltic Development Forum 
that work for integration in Baltic Sea Region in general, but specifically in the case of Baltic 
Development Forum, it has established meetings with triple helix participants, which is 
cooperation between governments, business, and academia, in order to facilitate maritime 
transport integration in the Baltic Sea. Furthermore, HELCOM or the Helsinki Commission, has 
obtained a central role regarding the regulation of the Baltic Sea, not as a direct regulator, but as a 
council where governmental agencies from the Baltic Sea States meet to establish common 
objectives, in specific in relation to the protection of the Baltic Sea environment, but in general to 
establish common indicators and monitoring programmes between the Baltic Sea States.107  
 
There is, in addition to the regional organisations, several international organisations that 
influence the Baltic Sea maritime transport sector, where the International Maritime Organisation 
(IMO) is considered as the central one. IMO has various conventions that all the Baltic Sea 
riparian countries have agreed upon,108 these are for instance the IMO Convention of 1948109 and 
the International Convention for the prevention of pollution from ships, ratified in 1973 and 
amended in 1978 (MARPOL 73/78).110  
                                                 
104 Baltic Outlook (2006), p. 99 
105 European Community Shipowners' Associations (website) 
106 Baltic Port Organization (website) 
107 Baltic Maritime Outlook 2006, pp. 99-102 
108 The International Maritime Organization (website)  
109 The International Maritime Organization (website)  
110 The International Maritime Organization (website)  
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Perceiving the importance of the Baltic States transport sector in a global context, where the 
value added ranges between 3 and 5 percent overall, there are substantial differences in regards to 
the Baltic States on the grounds of that the value added of the total is ranging between 5 and 10 
percent. Thus, the importance of the transport sector is evident, especially as the global trend is 
that trade in services grows rapidly, which accentuates the need for the public sector to establish 
a framework that allows the private transport to operate efficiently. The overall EU objective, in 
relation to the Baltic States´ transport sector includes improvements of market access and 
functioning and remove market barriers in terms of commence fair and efficient pricing.111 
IV.3.1 Estonia 
Estonia has in general sought to become a Member of the European Union from the day it 
recovered its independence. This is illustrated by the determined restructuring of the Estonian 
economy by the governments since the early 1990ies, which transited the prior Soviet economic 
model. Initiatives included monetary reforms with a fixed rate to the Euro and privatisation of 
state companies. The privatisation dogma was almost completed in 1997 and Estonia had proven 
economic stability during the seven years. This attracted foreign investments, primarily from the 
Baltic Sea States; Finland, Sweden and Denmark in that order. The ambition was reached and 
Estonia was included on the fast track list towards EU membership in 1997. Already the next 
year a substantial version for adoption the Acquis Communautaire was presented.112 Estonia 
implemented the so-called “Maritime Safety Act” at the urging of the European Commissions 
demands for improvements of the maritime safety, which among other sought the establishment 
of a vessel traffic system to monitor the ships porting in the major ports of Tallinn and Muuga. 
Additionally, responsibilities of ship owners were accentuated in the Act. Furthermore, several 
conventions and agreements were signed in that respect including the Paris MOU113 including 
detentions of vessels flagging. The EU Commission emphasised further steps in 2002 to focus 
on, and the ratification of the International Labour Organisation (ILO), as conventions on 
international labour standards, rights of workers and child labour, were emphasised, and 
                                                 
111 World Bank (2001), pp.19-20 
112 World Bank (2004), pp. 43-44 
113 Paris Memorandum of Understanding (Paris MOU) is an administrative agreement between the maritime 
authorities of seventeen European countries and Canada on safety of life at sea, prevention of pollution by ships, 
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moreover the detention rates of inspected ships should be decreased.114 In 2003, this tendency 
had not changed but intensified, as the Commission stated:  
 
“Estonia needs to urgently address this issue with a view to reversing this trend of deteriorating 
detention rates.”115 
 
Nevertheless, in 2003 the Acquis Communautaire framework legislation was satisfactorily 
implemented within the timeframe, but the adoption of the implementation legislation was not 
sufficiently progressed. Here the Commission paid special attention to the adoption of the Erika-
Packages116, which emphasised more monitoring and control with maritime vessels. The Erika-
packages resulted in the creation of the European Maritime Safety Agency (EMSA), which 
focuses on the reduction of risks in maritime accidents and in general sought to reduce the 
affects that the maritime transport has on the environment.117 Subsequently, Estonian lacked 
implementation in relation to legislation encompassing passenger ships and port reception 
facilities. In that relation the management system needed to be upgraded in the national 
administration.118   
IV.3.2 Latvia  
Latvia has since its independence had an international outlook towards the European and 
transatlantic sphere, but has had strong emphasis on the Baltic Sea Regional ties to Russia and 
the other countries in the Baltic Sea. Latvia had from the early 1990´ies a well-developed service 
sector due to its profitable geographical location, and a prior role in the Soviet Union as supplier 
of industrial products, and has thus been a transit hub for East-West trade, which has led to 
expansion in the transport sector. Latvia began the last difficult steps of transition towards 
market economy in 1998, but has previously implemented total price liberalisation and privatised 
the formerly owned enterprises in the mid 1990ies. Nowadays, the trade and industry sectors 
grow rapidly, while the transport sector growth has been modest. However, an interesting 
perspective is that the average wages in the transport sector are higher in the public sector entities 
than in the private sector. During the process of accessing the EU the European Commission 
                                                 
114 COM(2002) 700 final, Estonia 
115 European Commission (monitoring report on Estonia), p 30 
116 The Erika Packages was named after the single-hulled oil tanker that wrecked and caused that 400 miles of 
coastline was heavily polluted. See European Commission Memo: Erika: Two years on   
117 Baltic Maritime Outlook 2006, p. 99 
118 European Commission (monitoring report on Estonia), pp 29-30 
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made reports in 2002 and 2003 in order to point out specific areas to monitor the process of 
implementing the Acquis Communautaire. In relation to the maritime transport sector, the 
Commission had initially questioned the detention rate of Latvian flag vessels (code for “action-
taken” against vessel unsafe to proceed to sea), but there had been substantial improvements in 
2002, which was considered an important aspect to improve the maritime safety. Moreover, 
several international conventions were ratified as a result of the EU accession process, among 
those the Athens Convention regarding carriage of passengers on the sea. More visible, there was 
a restructuring of the Latvian Maritime Administration, where rescue operations were transferred 
to the Ministry of Defence. Among further measures to be taken is the active enforcement of 
monitoring of the vessels and furthermore to adopt for instance reduced charges for ships with 
segregated ballast tanks. Nevertheless,  
 
“(…) the Commission concluded that Latvia was making noteworthy progress in assimilating the 
acquis in the transport field(…)”119 
 
As the quote highlights, the Commission points out the progress made had been satisfactory, but 
concluded that the importance of further steps was essential.120 In the following report by the 
Commission in 2003, not all of the implementing legislation had been adopted, in contrary to the 
framework legislation, which was fully implemented. Further steps to be taken were identified 
such as the reorganisation and strengthening of the maritime administration for instance in order 
to improve monitoring opportunities. Nevertheless, the agreed objectives for accession to the EU 
had been reached in relation the maritime transport sector in 2003.121  
 
IV.3.3 Lithuania 
Lithuania has, as the other two Baltic States, undergone transition of the economy towards more 
market economy, since its independence. In the early days of independence economic stability 
programs were implemented with a fixed currency to the Euro from 1994. Additionally, there 
were immense liberalisation initiatives transferring assets by sale to private stakeholders. The 
Lithuanian economy has grown more and more independent of the Russian neighbour, but has 
                                                 
119 COM(2002) 700 final, Latvia, p. 77 
120 COM(2002) 700 final, Latvia, pp. 74-77  
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still been influenced by the crisis in Russian economy.122 The European Commissions ongoing 
assessment in relation to allow Lithuania to join the EU, the European Commissions in 2002 in 
general had a positive perspective towards the legislation implemented and the further initiatives 
made in order to improve the administrative capacity in relation to the maritime transport sector. 
The issues concerning maritime safety, has been one of the main focal points by the European 
Commission, where Lithuania made progress in 2002, which is emphasised by the national action 
plan called the “Lithuanian Shipping Development Strategy”. This initiative had the purpose of 
broadly to address all maritime transport issues ranging from safety to issues concerning seafarers 
training and fair competition. The Lithuanian authorities have embodied the new Accession 
related issues concerning maritime safety issues in the Lithuanian Maritime Safety Administration 
(LMSA), which was established in 2002, but still needed strengthening in accordance to the 
European Commission report of 2003.123  
 
Lithuania flag vessel detention rates as a result of Port State control inspections under the Paris 
MoU were still well above the average for EU-flagged vessels in 2002.124 The European 
Commissions accessed the implementation of framework legislation as satisfactory, but the 
adoption of implementation legislation were still lacking in 2003. The enhancement of Flag State 
implementation policy and resources remains an area for special attention, but was in 2003 
removed from the black list to the grey list, when it came to the detention lists of vessels.125  
 
IV.4 The Baltic States merchant fleet 
The maritime transport sector was public owned in the times under the Soviet Union, but in the 
beginning of the Baltic States recuperated independence, initially their relatively small shipping 
sectors was reorganised into state owned enterprises in the early 1990ies. The Baltic States 
maritime merchant fleet is rather small in cooperation with the rest of the world. The countries 
are ranking as 100th or below of the size of the fleet. As Figure 9 indicates, the use of outflagging 
has been commonly used also in the Baltic States.  
 
                                                 
122 World Bank pp. 46-47 
123 European Commission (monitoring report on Lithuania), p. 30 
124 COM(2002) 700 final, Lithuania 
125 World Bank (2004), pp. 46-47 
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Figure 8 Share of foreign fleet in the Baltic States, 2004 
0,00%
10,00%
20,00%
30,00%
40,00%
50,00%
60,00%
70,00%
80,00%
90,00%
100,00%
Estonia Latvia Lithuania
Source: ICF Consulting 2005
Share of foreign fleet in
total fleet % Number 
Share of foreign fleet in
total fleet % Mio. dwt
 
 
The main reasons for outflagging are: high crew cost, bureaucracy, high compliance cost with the 
requirement of domestic flag, unavailability of skilled labour and fiscal reasons. The fleet in 
Lithuania has remained relatively stable from 1999 to 2004. In Latvia the fleet was radically 
transformed in 1998/1999, when the majority of the competitive fleet was flagged out. Latvian 
registered fleet was small in 2004, but has increased in smaller scale in 2005. In Estonia, the 
national fleet has been substantially reduced since 1998, but has again increased due to growth in 
passenger shipping. The aggregate development of the Baltic States merchant fleet is illustrated in 
Figure 10 and indicates a relatively decrease in the Baltic States maritime fleets in the period of 
2000-2004/2005.126 
 
                                                 
126 Transport Sector Restructuring  in the Baltic States as Members of the European Union (2005), p. 142 
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Figure 9 Merchant fleet of the Baltic States 1997-2004/2005 
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In relation to the maritime transport sector in the Baltic States, the challenges in connection to 
the restructuring have been identified in several areas. Stevedoring and shipping companies have 
largely been privatised, but the administration of the maritime transport sector has principally not 
been privatised. Furthermore, the merchant fleet that is registered in the Baltic States has not 
fulfilled the Paris MOU conventions related to the compliance with international regulation on 
shipping safety.  
 
The maritime transport sub-sector of freight forwarding is dominated by ten major companies, 
which handle over half of the total market. For instance, there has been a 300 percentage net 
turnover increase in the Estonian sub-sector. The companies benefiting from this trend are 
primarily international logistics firms or subsidiaries of these, which have more than a 50 per cent 
market share.127 The Ro-Ro fleet has also increased considerably since the orientation towards the 
EU in foreign trade. This is due to large EU-based shipping companies have formed joint 
ventures in the Baltic States and the inter-modal possibility from rail and truck units shifting to 
maritime transport modes via Ro-Ro vessels.128 
 
                                                 
127 World Bank (2004), p. 24 
128 Transport Sector Restructuring  in the Baltic States as Members of the European Union (2005), p. 146, p. 150 
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IV.5 Port in the Baltic States 
In an international context, there are only eight major ports in the Baltic States, which manage a 
million tonnes or more per year. In Estonia, there are Tallinn, Muuga, Kunda and Parnu. Latvia 
encompasses Ventspils, Riga and Liapaja and Lithuania include Klaipeda and Butinge.129 The 
Baltic Ports have a favourable location for the EU-Russian, and other CIS states. Thus, a 
significant amount of the EU-Russia and CIS trade flows are directed through the Baltic ports. It 
is an objective of Russia to develop an infrastructure to take care of it own trade flows, but since 
the increase in Russian foreign trade has been larger that the improvements of transport 
infrastructure, the Baltic States still play the mayor role as transit areas and are estimated to have 
an increasing role over the next years.130 The majority of the transit trade through the Baltic Ports 
is of oil-products. Thus, oil transport is the main factor for the increase in trade through the 
Baltic ports, but other product has as well increased. Apart from the Russian foreign trade, 
Ukraine and Belarus also has significant influence on the transit trade through the Baltic ports. 
Especially, Lithuanian and Latvian ports facilitate transit trade to Ukraine and Belarus due to 
their geographically location close to these countries. 131       
 
Table 3 Number of major ports and the total cargo turnover in ports by country in BSR, 2003 
Country
Denmark
Norway
Sweden
Finland
Russia
Estonia
Latvia
Lithuania
Poland
Germany 17 247,5
1 30,2
5 50,7
8 45,3
3 53,8
20 43,8
6 76
12 110,9
29 133,9
Number of important Total cargo turnover 
22 79,9
 
Source: Baltic Maritime Outlook, 2006 
 
As Table 3 shows, there are quite few large ports in the Baltic States despite the large volume of 
transit traffic. The practise of port management in the Baltic States is of the landlord system. 
Thus, the owner and administrator of the port area is the government or a municipality. This 
system is a quite common management concept in the EU, where 75 percent of the ports are 
governed by landlords. Generally the actual port service, the so-called stevedoring of ship 
                                                 
129 World Bank (2004), pp 22-23 
130 World Bank (2005), pp. 164-169 
131 Swedish Maritime Administration (2003), pp. 5-7 
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building and repair, in Baltic ports are provided by private companies leasing the provisions by 
the port authorities.132 The private sector has become more active in port service over the last 
years, since public activities have been more limited. 133  
IV.6 Management and Logistics  
The Baltic States have been rapidly integrated to the European and World economy. The EU 
accession has significantly changed the business environment. Thus, the firms in the Baltic States 
are now challenged and favoured by the opportunity to embody new modes of management and 
logistic. Hence, the new market situation often requires integrated international supply chains 
with customers, suppliers and logistical providers.134 In areas, such as maritime transport 
technological development is rather rapid, which requires experienced training equipment, the 
Baltic States has been challenge with the increasing complexity and technically issues of a market 
driven maritime transport sector. The impact of the EU accession on firms in Baltic States varies. 
Large foreign based companies has used their earlier experience on the EU market, unlike 
medium- and small sized companies who due to their local ownership has been challenged by the 
demand of improving the logistical competence of staff to benefit from the opportunities of the 
EU membership. As mentioned, the supply chains of the new market of the Baltic States are 
often very complex. This forces the companies to interact with a great number of manufactures 
and suppliers, which requires advanced skills in communication, negotiations and presentations. 
Thus, the companies have also met new obstacles in form of understanding marketing and 
business management as closely linked to logistics, e.g. in relation to sales. In the EU-15 logistic 
education, in relation to business management, is available at most educational levels. This has 
just recently been the case in the Baltic States. Hence, in the present situation, there exist 
bottlenecks for companies to recruit the demanded skilled staff, in order to be competitive on the 
European and world markets of maritime transport.135     
 
IV.7 Summary 
This chapter has outlined the general characteristics of the Baltic States maritime transport sector 
in relation the Baltic Sea Region and the Accession performance of the three countries. 
                                                 
132 World Bank (2005), p. 160 
133 World Bank (2005), p. 152 
134 World Bank (2005), p. 173 
135 World Bank (2005), pp. 185-188 
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The intra-regional trade in the Baltic Sea Region is becoming more significant in the Region, 
where the countries economic performance is approximately higher than the EU average. The 
Baltic States are to a large extent depending on the intra-regional maritime transport, as this 
encompasses a vast majority of the foreign trade.  
 
The Baltic States are relatively small shipping nations, and deliver a wide range of maritime 
transport services. The main services of the sector are bulk transport due to transit-trade between 
EU-CIS of oil, coal and gas, and passenger freight and Ro-Ro services. 
 
There exist several regional development programs, as e.g. TEN-T, Motorways of the Sea, and 
public agencies associated with the accession in the EU. Moreover the Baltic Sea Region habitats 
a wide range of network organisations, shipping and port associations, and issue-specific 
organisations as HELCOM. Thus, the Baltic States are associated with a complex organisational 
network and interest groups within the Baltic Sea Region. 
 
According to the performance in the accessing countries of Estonia, Latvia and Lithuania  done 
by the European Commission, the three countries have in general followed the recommendations 
and adopted the Acquis Communautaire. Even though, the Baltic States have had complications 
implementing the framework legislation and regulations on maritime safety.     
 
In the three countries, the sector has been almost completely privatised. Shipping service in 
relation to the merchant fleet has been fully privatised, but port services are still of public 
ownership.  
 
Outflagging has to a large extent been used in the Baltic States. Estonia and Lithuania have 
experienced relatively stable development in the fleet, while Latvia has experienced a relatively 
increasing level of outflagging.  
  
Due to increasingly complex supply chains in the maritime transport sector, the Baltic States has 
the last 15 years experienced more need for skilled managers of logistic to meet the pressure from 
outside competition.   
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V Analysis 
 
This chapter consists of the reports’ analysis, which aims to answer the key question established 
in the introduction in chapter I. The analytical chapter will be divided in two parts. However 
firstly, a framework for the analysis will be presented in which the connection between the 
analytical parts is described. Subsequently, the first analytical part is described and followed by 
the second part analyses. 
 
V.1 Framework for Analysis 
The analytical focus is deriving from the key question of the report: How has the maritime transport 
sector’s institutional setting in the Baltic States been influenced by the accession in the EU, and is this stimulating 
the regionalisation in the Baltic Sea Region? Thus, the key question for the analysis is if the Baltic 
States’ maritime transport sector has been influenced as a consequence of the accession in the 
EU. In the first part, the purpose is to examine whether or not, there have been changes in the 
institutional settings of the maritime transport sector in the Baltic States as a consequence of the 
Accession. Examples of these may be the influence of the legal frameworks in relation to the 
authorities and the business side, and an examination of whether the maritime transport sector is 
becoming homogenous to other EU maritime transport sectors, and finally if there has been any 
changes in the common understanding among the actors. In the second part the analysis, the 
stimulation of institutional changes on the regional integration in the Baltic States is examined. 
Examples of this may be the effect on the resources and frameworks of regional integration, the 
articulation of the regional agenda and change in the regional self-awareness. 
 
As described in the methodological chapter II, the framework for analysis is designed in 
accordance to the abductive strategy for analysis and with an inspiration from evaluation theory. 
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Subsequently, these approaches combined with the theoretical instruments explained in chapter 
III constitute the framework for analysis. 
 
As illustrated in the Figure 11 below, the starting point for the analysis is to identify the effect of 
the liberalisation of the maritime transport sector as the Baltic States in 2004 became members of 
the EU. In chapter II, regarding the methodological considerations in this report, it was 
accentuated that the effect of a liberalisation could be perceived in various ways. Analytical 
reports focusing on the consequences of liberalisation are primarily based on economic effects, 
e.g. gains by removing obstacles and barriers to trade in order to optimize the market function. 
On the contrary, in this report, the objective is to distinguish from a purely economic analysis by 
subscribing on the approach of New Institutionalism, whereby no rejections of the economic 
analyses are encompassed, but suggests an alternative level of analysis. Thus, the intention is to 
examine the Accession of the Baltic States’ maritime transport sector with a multidimensional 
optic by the instruments of New Institutionalism and New Regionalism. As an illustration, 
various arrows may derive from the first box in Figure 11, “Liberalisation of the transport sector in the 
Baltic countries”, but in this report a specific selection of the consequences has been chosen as 
analytical objects deriving from the isomorphism. 
 
The analytical frame is constituted on the base of the strategy for analysis explained in chapter II, 
the theoretical findings presented in chapter III and the empirical findings emphasised in chapter 
IV. In order to establish this framework for analysis some assumptions have been made 
regarding why and how the effects of the liberalisation of the maritime transport sector are 
constituted.136 The design of the analysis is illustrated in the Figure 11 below. 
 
 
 
                                                 
136 Dahler-Larsen and Krogstrup (2001), pp. 51-60 
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Figure 10 Framework for the analysis 
 
The analytical frame can also be perceived as a mind map of the processes affecting the 
institutional setting regarding the liberalisation of the Baltic States’ maritime transport sector. In 
this report, the purpose is to generate an interaction between the empirical findings and 
theoretical conceptions in order to achieve an uncovering of the effects regarding the key 
question. In order to pursue this objective, the above mindset is open for influence by several 
conditions and moderators. The assumed process of the effect may be perceived as a process, 
where the variables influence each other. Because the framework for analysis is established or 
canalised by the theoretical instruments, the attempt has been to make it as realistic as possible, 
according to the assumptions made. However, it has been emphasised to make the process-map 
as open as possible, allowing new and unexpected finding can be encompassed. In this relation, 
the dotted arrow needs to be highlighted, because this illustrates how the second part of the 
analysis is open for conditions not directly elucidated by the analysis part 1. 
 
The analysis is, as stated previously, divided in two parts, where part one primarily focus on an 
institutional analysis by the instruments of isomorphism, where the second part on the base of 
part one emphasise the regionalisation process with the instruments provided by the New 
Regionalism. Thus, it is presupposed within the report not to prove direct causalities, but to find 
indications of tendencies. Consequently, it is important to interconnect the variables as closely as 
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possible.137 The relations between the presumptions established here encompass empirical 
findings of both quantitative and qualitative characteristics. In the following, the framework for 
the first part of the analysis is explained. The framework for the second part of the analysis is 
explained in the following of part one of the analysis. 
V.1.1 Strategy for the analysis part I 
This analysis is using the theoretical optics of New Institutionalism, based on DiMaggio and 
Powell’s theoretical conception of isomorphism, which is presented in chapter three. Based on 
this, it is possible to extract an analytical question for each of the three different isomorphisms, 
which are the coercive, mimetic and normative isomorphism. Based on our theoretical and 
preliminary empirical understanding a perception is constituted of the outcome of the three part 
analyses within the first part of the analysis. Thus, the aim of the analyses part 1 is to examine 
how the change of the institutional setting of the maritime transport sector in the Baltic States 
after the Accession could be explained by the isomorphous processes. Thus, three questions are 
thus established on the base of the theory of isomorphism. The questions are: 
 
(1) To what extent has the maritime transport sector in the Baltic States been forced 
to change due to the accession in the EU? 
 
(2) To what extent has the maritime transport sector in the Baltic States been 
imitating other actors in the EU maritime transport sector? 
 
(3) Has there been a professional homogenisation of the maritime transport sector in 
the Baltic States due to the EU accession? 
 
The questions relate to the various isomorphisms, respectively coercive, mimetic and normative 
isomorphism. The questions are analysed by reciprocal actions between the theory and the 
empirical findings. Deriving from the two parts of the analysis it is expected to find tendencies of 
the maritime transport sectors in the there Baltic States become more alike the rest of the EU. 
This presumption is first of all built on the theory of isomorphism, because the institutions in the 
Baltic States presumably will interact more with institutions in the other EU member states, and 
also with the direct and formal EU institutions. In the three sections of the first part of the 
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analysis, the structure firstly will accentuate the perspectives in relation to the change of the 
institutional setting of the authorities in connection to the Baltic States’ maritime transport sector. 
Secondly, the perspectives in relation to the change of the institutional setting of the business 
perspectives in connection to the Baltic States’ maritime transport sector are accentuated. Thus, 
in both relations, the perspectives may be from both authority and business angles in the analysis 
of the authorities in relation to the maritime transport sector as well as both authorities and the 
business side arguments are used in the analysis of the business sector side of the analysis. 
 
On the base of the first part of the analysis, a preliminary conclusion will be extracting the main 
findings in relation to the three questions stated. Thus, elements of the first part of the analysis 
are included in the second part of the analysis.  
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V.2 Coercive Isomorphism in the Maritime Transport Sector in the 
Baltic States 
 
In this section of the analysis, various forms of pressure that have influenced the institutional 
setting of the maritime transport sector in the Baltic States, since the Accession is analysed. The 
focus in this part analysis is on the formal and informal pressure associated with the accession in 
the EU that have influenced, forced or initiated changes in the institutional settings identified as 
coercive isomorphous processes and thereby analyse; To want extent has the maritime transport sector in 
the Baltic States been forced to change due to the accession in the EU? This section of the first part of the 
analysis is divided in two perspectives. One is emphasising the change in the institutional setting 
of the authorities relating to the maritime transport sector in the Baltic States, and secondly one 
emphasising the change in the institutional setting of the business side relating to the maritime 
transport sector in the Baltic States. 
 
In the following it is examined, which pressure the authorities relating to the maritime transport 
sector has been influenced by due to the EU accession. Naturally, a consequence of the accession 
in EU the Baltic States maritime transport sector has been the integration in the Internal Market 
emphasised in the introduction. Hence, for example the common competition regulation of the 
EU has been ratified in the three Baltic States. This has direct impact to the maritime transports 
sector as the Baltic States, because it has been ‘forced’ to adopt the membership and the current 
Acquis Communautaire on maritime transport.  
 
The liberalisation of the maritime transport sector is dating back to the 1980ies and the Single 
European Market was initially designed to provide freedom to supply services, enhance 
competition and prevent unfair pricing practices. As mentioned in the introduction, the Council 
Regulation (EEC) 4055/86, Council Regulation (EEC 4056/86) and Council Regulation 1/2003 
and the following adaptations made in relation to these are establishing the competition 
framework of the maritime transport sector in the European Union. These include several 
exceptions of specific modes of maritime transport, where liner shipping conferences, carbotage 
and tramp shipping all were excluded from the regulation by the EU competition legislation. 
Liner shipping conferences are organisations or agreements of several shipping operators 
concerning prize fixing and supply regulation. Carbotage transport includes the maritime 
transport within a country, and finally, tramp shipping encompasses the unscheduled maritime 
- The Baltic States’ Maritime Transport Sector - 
 
 
67
transport.138 Thus, the part of shipping activities organised by conferences in the Baltic Sea are 
not EU regulated and have thereby not been influenced by the European Commissions 
competition policy. Furthermore, there is the exemption of tramp services, which includes a vast 
amount of the liquid- and dry bulk transportation in the EU, as well as in the Baltic States. As 
accentuated in the empirical chapter, Figure 7 illustrates that 41 per cent of the short sea shipping 
in the Baltic Sea is with liquid bulk such as oil, which is excluded from the common competition 
regulations. Consequently, this reduces the legislative impact on the maritime transport sector in 
the Baltic States and thus reduces the coercive processes, since a considerable amount of 
transport services falls under the exceptions. However, the EU accession has inevitable forced or 
invited the Baltic States to adopt comprehensive regulations on issues such as price fixing, 
capacity agreements, shipping and ports safety, monitoring and surveillance despite the 
exceptions of the competition regulations. Thus, the national maritime administrations have had 
to change the way of governance and monitoring the sector to meet the Accession criteria.  
 
One of the main identifications of coercive processes is legally binding agreements. As the Baltic 
States have been invited to join, and have applied for membership of the Community, the Baltic 
States have been forced to adopt the Acquis Communautaire: 
 
“(…) the Commission concluded that Latvia was making noteworthy progress in assimilating the 
acquis in the transport field(…)139 
 
The quote indicates the process of coercive isomorphism. As the three Baltic States, here 
exemplified by Latvia, has been very keen to adopt the Acquis Communautaire and meet the 
Accession criteria. Hence, this will to a large extent result in coercive processes of institutionally 
changes as the agencies dealing with maritime issues and the companies doing business in the 
sector have to meet the requirements of the Community. Mr. Ojala emphasises the impact on the 
national maritime administrations as a consequence of the Accession, as the following quote 
indicates: 
 
“(…) The three countries (Estonia, Latvia and Lithuania eds.) have in a short period of time had 
to adjust to a very strong re-regulation of the maritime sector. Before the Accession and especially 
                                                 
138 COM(2004) 0675 final, p. 8 
139 COM(2002) 700 final, Latvia, p. 77 
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during the 1990ies they had a rather laissez faire type of standards towards maritime policy. 
Simultaneously after the EU membership it has forced them to enforce the legislation e.g. maritime 
safety, ship standards and port safety.”140 
 
Following the arguments in the quote, the direct impact of the liberalisation regulations of the 
maritime transport sector is perhaps rather limited, but the surrounding rules and regulations e.g. 
maritime safety and environmental regulations of the EU maritime policy have a significant 
impact.  Thus, the processes of coercive isomorphism should influence the restructuring of the 
maritime transport sector in the Baltic States. The impact of the Accession is therefore primarily 
obvious in respect of the changing of the public sector in the Baltic States. This indicates coercive 
processes in the maritime transport sector. These processes can be categorised as consisting of 
formal pressure, in form of regulations and directives stemming from an EU level, forcing the 
authorities in the Baltic States to reorganise and restructure the maritime institutions to fit the EU 
regime of maritime policies. 
 
In the analysis above, the isomorphous processes of formal characteristics have been examined. 
In continuation of this, the maritime administrations informal pressure due to the Accession can 
be identified. According to the interviewees, there is a general trend in the maritime 
administrations in the three countries to interpret the EU legislation strictly. Thus, the Mr. Dale 
from Kuršių Linija argues: 
 
“(…) Latvian customs in general are very eager to show that they now are a part of the EU and 
one of the external borders. They are very keen to show that they are doing everything right. They 
have the impression that in the West, if it not in the rule book it means that it is allowed. In Latvia 
they think that if it not in the rule book it is forbidden.”141 
 
As the quote indicates, the Baltic States are somehow feeling an informal pressure to over-
perform, in order to enforce the EU legislation. This perspective is further emphasised by the 
interviewees from Maersk Line, who have experienced a relatively accurate implementation of the 
EU legislation in Lithuania and a strictly interpretation of the country’s role as external border 
area of the Internal Market: 
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“The factors influencing the industry, like local customs legislation in Lithuania, have seen some 
attempts in taking over experience from other EU countries, however with shared success due to local 
specific situation.”142 “(…) The business sector has seen the tendencies of adopting higher standard 
practices than before.”143 
 
Thus, the quotes indicate that there has been informal pressure on the maritime authorities of the 
Baltic States due to the role as Accession countries. Hence, the accession in the EU´s Internal 
Market has influenced the maritime transport sector in relation to the maritime administrations 
beyond the legally binding implementation of regulations, and as such accentuates the processes 
of informal coercive processes. Formal pressure, where an institution legally are influenced, is in 
the case of the maritime transport sector of the Baltic States identifiable, but as accentuated in the 
argumentation above, the direct impact of the legally influence from the EU on the maritime 
transport sector is not without exceptions. Therefore the informal pressure of the sector is of 
interest identifying the processes of coercive isomorphism. It seems obvious that the sector has 
been challenged of both a new regime of legislation and regulation stemming from the EU and 
new informal pressure to handle the competition. As Lauri Ojala from University of Turku 
emphasises, the public agencies have also been forced to upgrade their administrative capacity in 
order to administrate the sector in line with the Acquis Communautaire. 
 
As described in the empirical chapter IV, the maritime ministries and administration in Baltic 
States have undergone a time of transformation, since the regain of independence to the re-
regulation assimilated with the Accession. The maritime transport fleet of the three countries 
experienced a dramatic restructuring after the disintegration of the Soviet Union. During the 
1990ies, the States restructured towards a market driven economy. Hereby the maritime service 
suppliers have been liberalised to a large extent in the Baltic States. The pressure from foreign 
competition has furthermore initiated a relatively substantial outflagging especially in Latvia. 
Simultaneously, the re-integration in the world economy has too initiated a restructuring of the 
sector. This has been a process in the 1990ies, where the Baltic States have undergone a relatively 
fast transformation, from plan economies to market economies. Hence, the structure of the 
                                                 
142 Interview with Ms. Malceva and Mr. Rimsha from Mearsk Line, Annex ID, p. 16 
143 Interview with Ms. Malceva and Mr. Rimsha from Mearsk Line, Annex ID, p. 18 
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maritime transport sector can be a result of the general transition and orientation towards 
harmonisation of global institutions like the International Maritime Organisation. 
 
In the previous paragraphs, it has been accentuated, which pressure the institutional setting of the 
authorities has been influenced by in connection to the Accession. In the following, the business 
perspectives in relation to the EU accession are emphasised in connection to the processes of 
coercive isomorphism. 
 
The direct impact of the Accession in the Internal Market, on the business side in the maritime 
transport sectors of Baltic States, is not that obvious. As interviewee Lauri Ojala from University 
states, when asked if there have been institutional changes in the sector due to the Accession: 
 
“Well, I think it is rather difficult to say that EU membership as such, as an institutional change, 
would have been the main cause. I think there has been a lot of business pressure and economic 
reasons for the shipping companies to change the way they operate.”144 
 
This quote indicates that the direct impact of the accession in the Internal Market is not that 
evident in relation to the business environment in the Baltic States.  Therefore, it is complex to 
identify the effects deriving from the Accession isolated. Thus, several of the interviewees 
consider the impact of Accession to the maritime transport sector on a business level as limited: 
 
“When you think about the structure of the maritime transport sector has not really changed that 
much. Previously, there was one, or one and a half, national shipping companies in each of the Baltic 
States and they did not play a role before and they do not now.”145 
 
Following the quote of Mr. Harnack, the Accession has not changed the role of the sector of the 
Baltic States in a way that should indicate an impact of the Accession. However, as described in 
the empirical chapter IV, the trade patterns indicate an increasing dependency on the Internal 
Market, and notably the regional market in the Baltic Sea Region. This assumption is still 
challenged by the experiences of the companies operating on the European market, as the 
following quote articulated by Mr. Danchenko from Sea Trade Service elumidates: 
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“Even though the European market is opened to vessels from all the member states we just see it as 
a bigger market. Transportation never belongs to one territory, and that is especially the case for 
maritime transportation. (…) We are never depending on the local territorial market. We are off 
course depending on the market situation, but not the territorial one.”146 
 
Thus, it may be argued that the business side of the maritime transport sector is independent 
from the territorial context and therefore indifferent of regional changes in institutional settings, 
as for instance the EU accession. Thus, it becomes less distinctive how the coercive processes 
changes the structure of the sector, because it becomes blurred whether the processes derive 
from the EU or international organisations. Nevertheless, the impact of the Accession becomes 
more distinctive, when looking at the contemporary challenges of the sector: 
 
“The structure tends to become more alike the old EU states with more progress on technologies and 
modern approach rather than simply taking over the long established conservative practice.”147 
 
As the respondents from Maersk Line emphasise, the overall structure of the maritime transport 
sector is becoming more alike the rest of the sectors in the EU. This institutional change of the 
maritime transport sector is necessarily not, in it self, an indication of coercive isomorphism but 
could as well be identified as mimetic or normative processes of isomorphism, which will be 
analysed in the following sections of this part analysis. However, the respondents acknowledge 
jointly an impact of the Accession as the sector has undergone a restructuring in terms of new 
transport patterns and competition parameters: 
 
“There is much more unitized transport and unitized trailers have changed tremendously. 
Naturally, this is a logical progression in an Internal Market.”148 
 
Mr. Dale here emphasises that some of the elements in the maritime transport sector have 
become more homogenous in relation to standardisation of the methods of transportation, which 
apparently has reduced the number of differing modes of transport between the countries. 
 
                                                 
146 Interview with Mr. Dahchenko from Sea Trade Service, Annex IB p. 11 
147 Interview with Ms. Malceva and Mr. Rimsha from Mearsk Line, Annex ID, p. 11 
148 Interview with Mr. Dale from Kuršių Linija, Annex IA, p. 2 
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As mentioned in the empirical findings, the Accession has forced the maritime authorities to 
enforce their administration of the sector. Furthermore, the companies have to adapt to a new 
regulatory framework, which have forced the management to assimilate to the common 
regulatory settings of the Internal Market, and more importantly, establishing a new demand 
within the companies to recruit new types of employees to cope with the new legislation 
stemming from the EU. 
 
According to the interviewees, the Accession has not made it easier to do business in the region. 
There administrative burdens of the companies have increased due to the Accession. To simplify; 
there is more legislation to comply with as a member of the EU Internal Market. 
 
“It has not giving us any new opportunities, but a lot of problems. It has resulted in a lot of new 
environment requirement, special requirement for the quality of the bunkers to be used, and 
requirements for the navigations system and so on.”149 
 
Apparently, Mr. Dahchenko does not perceive any directly positive impacts in form of business 
opportunities in relation to the change of becoming a part of the Internal Market. 
 
The new demand of skilled labourers in management and logistics could be accentuated as an 
isomorphism as the sector, and notably the companies, has to adapt to the new competition 
parameters on logistical performance and management. This is a clear indication of the sector is 
becoming more alike the rest of the sector in the old EU member states. The following quote 
indicates that the companies in the sector have as well been forced to integrate new staff in order 
to comply with the rules and legislation in the sector. 
 
“There are many regulations, which ship owners should follow. Therefore the companies need now to 
employ special people who will follow these special instructions, which are not really influencing the 
safety of navigation itself.” 150 
 
Thus, Mr. Dahchenko emphasises the need for skilled persons in relation to the Accession. 
Furthermore, the companies have in general been pressured from a new level of competition. 
                                                 
149 Interview with Mr. Dahchenko from Sea Trade Service, Annex 1B, p. 8 
150 Interview with Mr. Dahchenko from Sea Trade Service, Annex 1B, p. 8 
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These tendencies can be perceived as both an effect of a more harsh competition environment 
on the global market for maritime transport services, but as well an effect of the EU 
membership. The latter can be indicated by new competition from other transport modes due to 
the integration in the Internal Market. From a theoretical point of view, this could indicate 
processes of coercive isomorphism as the maritime transport is experiencing a competition 
pressure due to the rules of the Internal Market, where the companies have to compete on the 
same specific transport service not only with other maritime transport companies, but also 
companies in road and rail sectors. 
 
In this section of the analysis several processes in the maritime transport sector of the Baltic 
States has been identified, which can be perceived as coercive isomorphism. In relation to the 
authorities involved in the sector the evident coercive isomorphism has been the adoption of the 
Acquis Communautaire and thus, the liberalisation within the sector. However, there remain 
several exceptions regarding the modes of maritime transport, and thus have had a legislation 
impact to a minor degree. Nevertheless, the maritime authorities have had to restructure 
themselves due to the formal as well as informal pressure of becoming a part of the EU. 
 
In relation to the business side of the maritime transport sector, there are identified coercive 
isomorphisms due to the EU accession as well. The business side has had to adapt to the 
increased and new type of competition related to the regulations of the Internal Market. Here, 
there has within the companies been identified a need to interpret and adopt the increasing 
regulation, which has resulted in reinforced capability needs within the administration of the 
companies. Nevertheless, the direct institutional changes in relation to the business side of the 
maritime transport sector are difficult to relate solely to the impact of the Accession, but could 
derive from internal business pressure as well. The companies within the maritime transport 
sector have nonetheless experienced a larger dependency of the trade within the Internal Market, 
which thus could initiate more formal and informal coercive isomorphisms in the future. 
 
V.3 Mimetic isomorphism in the Maritime Transport Sector in the 
Baltic States 
 
This section of the analysis accentuates the identifications of mimetic processes in the Baltic 
States maritime transport sector in relation to the theoretical approach presented in the 
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theoretical chapter III. Thus, the purpose is to answer the question constituted in the framework 
for analysis: To what extent has the maritime transport sector in the Baltic States imitated other actors in the 
EU maritime transport sector? As accounted for in the analytical framework this section of the 
analysis is divided in two perspectives. Firstly, the change in the institutional settings of the 
authorities due to mimetic processes is analysed, and in the second part, it is emphasised how the 
mimetic isomorphous processes of the business side of the maritime transport sector in the Baltic 
States are changed.  
 
The maritime transport sector in the Baltic States has had a long period of institutionalisation due 
to the historical tendencies and location on the Baltic Rim. Naturally, there has been an 
institutional setting before the States became independent that restrained the institutions of the 
maritime transport sector in a sense. This has thus influenced the span of possible mimetic 
processes stemming from outside the Soviet Union. 
 
The identification of mimetic isomorphism emphasises that uncertainty within organisations 
causes a search for better solutions in other organisations in order to gain a more secure internal 
position. Thus, as elaborated in the theoretical chapter, the uncertainty can derive from outside 
factors, which within a company or a sector could be understood as calling for new initiatives or 
solutions. Additionally, the pressure can come from within the company or sector itself, however 
this is more difficult to identify. As the process towards Accession was initiated in the late 
1990ies in the Baltic States, the process of liberalising the sector began as mentioned in the 
empirical chapter. This restructuring process has called for new challenges for the privatised 
companies in order to manage the challenges in relation to be doing business on market 
conditions. Mimetic processes can be identified in order to obtain a somewhat similar structure 
of the EU-15 countries. This is exemplified by the relocation of rescue operations that were 
transferred to the Ministry of Defence in Latvia in 2001, which is accentuated in the empirical 
chapter. There has been found no indications in relation to that the EU has facilitated these 
changes or made it a priority in relation to the Accession. Therefore, the transference may be 
analysed as caused by mimetic isomorphous processes, because the Latvian authorities have seen 
how this part of the maritime transport sector is structured in other EU countries, and thus has 
perceived this as a way to signal that the Latvian authorities were ready to restructure themselves. 
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There could be perceived mimetic isomorphism in general, since the liberalisation process in the 
governmental agencies regulating the sector has changed, not only due coercive isomorphism, but 
in relation to what is here analysed as caused by uncertainty about the future and thus mimetic 
processes. Lauri Ojala, professor at the University of Turku, mentions that there has been a 
restructuring of the governmental agencies, which not directly has been caused by the demands 
from the European Commission. Instead it can be seen merely as an internal pressure in order to 
meet the challenges of the time after the Accession. For instance did Estonia, after a Swedish 
model, restructure the Transport Ministry and encompassed this sphere in a new ministry in 
which most economic issues was gathered. This has according to Mr. Ojala not necessarily 
proven successful in relation to the maritime transport sector, because the ministry no longer has 
the specific attention on maritime transport issues.151 Thus, it is emphasised there has been 
capacity problems in relation to attend all meetings in relation to a Ministerial Council meeting in 
relation to the maritime transport sector. Hereby, the mimetic isomorphous processes based on 
internal pressure, in order to overcome the Accession challenges has caused a negative outcome 
in relation to the maritime transport sector by restructuring the governmental administration. 
 
In relation to the above analysis of the authorities’ organisational change, which may be 
characterised as mimetic isomorphism, the business side’s influence on the mimetic isomorphous 
process in the transport sectors is examined.  
 
The maritime transport sector is in general under pressure from especially road transport 
provided by trucks. E.g. this is stated be Mr. Dale from Kuršių Linija. 
 
“People have suffered tremendously, because when the borders came down the people no longer took 
the ferries and by-passed Poland, they simply just drove through Poland (…). Then the ferries were 
unable to compete.” 152 
 
The quote indicates that the maritime transport sector, or at least a part of it, has been pressured 
from other transport sectors. It may be argued that the Internal Market has facilitated road 
transport both to and from the Baltic States, which ceteris paribus affects the degree of the 
uncertainty about the future. Thus, the removal of barriers in relation to other sectors has 
                                                 
151 Interview with Mr. Ojala from University of Turku, Annex IE, p. 21  
152 Interview with Mr. Dale from Kuršių Linija, Annex IA, p. 1 
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influenced the maritime transport sector and may have caused uncertainty, which influences the 
possible mimetic isomorphous processes and imitation of other, in their perception successful 
companies. In this relation, it may be argued that some of the maritime actors from the Baltic 
States imitate each other in order to find a way to handle the new market situation. Mr. Dale 
from the Lithuanian shipping company Kuršių Linija state that there are no, to his knowledge, 
other shipping companies copying the way they do business. However, he admits: 
 
“We are basically following the way that lines (…) operate. We are the new boys on the block in 
relation to short sea shipping. Anyone that is based in Eastern Europe is following the leader’s 
standards set by companies (…) it is not us being copied but us copying others already established in 
the West before the accession.”153 
 
This quote highlights ongoing mimetic isomorphism from the commercial director in Kuršių 
Linija, by acknowledging that the company imitates the solutions made by larger companies. This 
is legitimised by stating the necessity in the imitation by being one of the “new boys on the block”. 
Hence, the mimetic isomorphism is based on an institutionalised assumption of that there is an 
ongoing need for imitating the larger companies and thus, the largest competitors in the maritime 
transport sector, because their solutions and success may contribute to a reduction of the 
uncertainty. Mr. Dale indicates that there has been an uncertainty in the maritime transport sector 
in the Baltic States before the Accession and there is a trend of imitating the solutions made by 
the EU-15 companies. Thus, there could be identified mimetic isomorphism, because of the 
companies from the Baltic States just recently have been influenced by the same pressure in 
relation to competition, which has been the circumstances for the EU-15 companies since the 
establishment of the Internal Market. Therefore, the EU-15 companies are viewed as role models 
in handling the pressure, which the maritime transport sector in the Baltic States just recently 
have been influenced by. The previous statement by Mr. Dale is underlined by Ms. Malceva and 
Mr. Rimsha from Maersk Latvija SIA, who states: 
 
“Global trends prevail and Maersk is setting the standards on the global scale, therefore others 
frequently follow the trends but such tendencies can not be directly attributed to the Accession”154 
 
                                                 
153 Interview with Mr. Dale from Kuršių Linija, Annex IA, p. 3 
154 Interview with Ms. Malceva and Mr. Rimsha from Mearsk Line, Annex ID, p. 17 
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Maersk Line, which Maersk Latvija SIA is a part of, is one of the largest operators in the world 
and in the Baltic Sea. The quote thus illustrates the opposite position to Mr. Dale’s argument, 
because Maersk Line is a larger company, they might be able to set or influence the trends. It may 
be argued that Kuršių Linija feels more obliged to follow or imitate the leaders founded in the 
market position possessed. Thus, the argument is that the large companies, aware or not, 
influences the smaller actor in the maritime transport sector by setting the trends, which then 
need to be imitated in order to survive the competition. Mr. Dahchenko, from Sea Trade Service, 
does not share the opinion of the two other companies regarding the mimetic isomorphous 
processes, only in respect of the trade flow and concludes that the companies in the maritime 
transport sector are working similarly. 155 Thus, there remain several differing institutional settings 
between the companies regarding a possible mimetic isomorphism. In spite of Mr. Dahchenko´s 
argument institutional isomorphous processes have occurred since the maritime transport sector 
is working similarly, nonetheless, it is not evident, which type of isomorphous processes have 
caused the homogenisation. 
 
In order to elaborate, the mimetic processes by imitating solutions are perceived as an attempt to 
enable a reduction of the maritime transport companies’ uncertainty regarding their situation 
after the accession in the EU. As Ms. Malceva and Mr. Rimsha from Maersk Latvija SIA states: 
 
“The structure tends to become more like in the old EU states, with more progress on technologies 
and modern approach, rather than simply taking over the long established conservative practices.”156 
 
This quote indicates an isomorphous homogenisation in general, which could be interpreted in 
both coercive and mimetic isomorphous approaches. Consequently, it depends on the level of 
analysis whether the coercive isomorphism could stem from this. If the mimetic approach is 
emphasised, the tendency to become more alike has to be based on primarily internal institutional 
settings. As described in the empirical chapter, there have been several restructuring initiatives in 
order to gradually become a part of the EU and several has been facilitated by internal pressure, 
mainly because of economic interests.157 Hence, it may be argued that there has been a mimetic 
isomorphism in order to change the way the companies include technology and new types of 
approaches to do business. This could naturally be perceived as an effort to become more 
                                                 
155 Interview with Mr. Dahchenko from Sea Trade Service, Annex IB, p. 9 
156 Interview with Ms. Malceva and Mr. Rimsha from Mearsk Line, Annex ID, p. 16 
157 Interview with Mr. Ojala from University of Turku, Annex IE, p. 22 
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competitive. This argument is expounded by Mr. Dale from Kuršių Linija that explains, how the 
maritime transport sector is largely dominated by major actors, and that the market pressure 
constitutes new demands regarding the imitative processes in order to deal with the competition, 
which makes it a necessity to follow the trends by copying what can be copied from the larger 
companies in order to survive.158 This is further explicated by Mr. Harnack from Teamlines, who 
in relation to whether the newly established companies do business explains: 
 
“(…) they are just doing things the ways the established companies do things and then try to 
outsmart us a little bit.”159 
 
As mentioned in the empirical chapter, the new market situation often requires that the Baltic 
States maritime transport sector are facing integrated international supply chains with customers, 
and forces the companies to cooperate with various numbers of manufactures and suppliers, 
which entails advanced skills in e.g. communication. Hence, the companies are facing challenges 
in relation to understand marketing and business management as closed linked to logistics. This 
has called for imitation, in order to meet the new challenges by restructuring the educational 
training in the Baltic States by modelling of the other Baltic Sea Countries´ educational systems to 
an extent.160 This could be interpreted in relation to the illustration of the intra Baltic Sea 
Regional maritime transport trade in the Figure 4 in chapter IV. Here, a vast majority of the 
import and export of the Baltic States are to the other Baltic Sea States. Estonia and Lithuania 
import, for example, more than 80 percent from the other Baltic Sea States, which then 
institutionalises the trade flow between the countries. Therefore, it may be argued that there is a 
greater probability that the Baltic States will imitate the way business is done in the other 
countries at the Baltic Sea Rim. The argument rests on the assumption that it, ceteris paribus, is 
likely that countries economically interdependent will adapt to one another. However, there is no 
indication of that this has been caused solely from the Accession, but merely from a liberalisation 
of the sector in the 1990ies. 
 
In this part of the analysis, the accentuation has been on identifying mimetic isomorphism in the 
maritime transport sector in the Baltic States, because of the Accession. On an authority level, 
there has been identified several processes, which are perceived as isomorphs. To a large extent, 
                                                 
158 Interview with Mr. Dale from Kuršių Linija, Annex IA, p. 3 
159 Interview with Mr. Harnack from Team Lines, Annex IC, p. 15 
160 Interview with Mr. Ojala from University of Turku, Annex IE, p. 26 
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it may be argued that there has been both internal and external pressure on the authorities up to 
and after the Accession. The three Baltic States were transforming from an institutional pressure, 
by the Soviet Union to a phase where the EU-15 member states are being imitated. For instance, 
Latvia has relocated its rescue service and Estonia their Ministry of Transport, both modelled 
after the EU-15 member states. Non of the identified changes in this part of the analysis seems 
like being forced by a formal pressure, but as a result of the countries uncertainty about, whether 
or not, they are able to live up to the further demands form e.g. the EU. In general, it may be 
argued that an identification of mimetic institutional changes to a majority can be acknowledged 
as stemming from informal pressure. This is due to the fact that the link between formal pressure 
and uncertainty is difficult to establish. On the business side, there has also been identified 
institutional change by mimetic isomorphism in the Baltic States´ maritime transport sector. The 
uncertainty among actors may have caused them to imitate other and larger actors, e.g. larger 
shipping companies form the EU-15 member states. The companies in the Baltic States have 
experienced a new market situation, which may have forced mimetic isomorphous changes of the 
sector. There are a vast majority of both the respondents and empirical findings, which designate 
that there has been institutional change by mimetic isomorphism in the Baltic States´ maritime 
transport sector in an attempt to defy the increased pressure. This has affected copying and 
modelling of what has been considered and proven successful in other EU countries and mainly 
the ones in the Baltic States.  
 
V.4 Normative isomorphism in the Maritime Transport Sector in the 
Baltic States 
 
As described in the analytical framework, this part analysis aims to answer the question; Has there 
been a professionalisation homogenisation of the maritime transport sector in the Baltic States due to the accession 
in the EU? The question may be understood as an analysis on how the actors involved in the 
sector base their norms. Hence, this section of the analysis will exclude the authority aspects and 
accentuate the process of normative isomorphism influencing companies in the maritime 
transport sector. The term professionalisation here attributes to how employees or people 
involved in the companies homogenise their norms, e.g. the best way to do business and how an 
organisation is run best. Thus, the normative isomorphism covers how a specific way of thinking 
may result in isomorphous processes, which institutionalise the norms. The institutionalisation 
processes can affect the norms of recruited people in companies involved in the maritime 
 80
transport sector. Professionalisation is one of the most important elements regarding the way 
organisations develop norms. Thus, the analytical starting point is to scrutinise if there has been a 
change in the type of employees in the maritime transport companies. 
 
Managers and employees involved in maritime business have in many ways special training and 
educational background. It is often people with a maritime education and experience form the 
shipping industry. As stated by Mr. Danchenko from Sea Trade Service: 
 
“If we are talking about operation in direct connecting with the fleet, the person should have 
maritime education and differently need to have onboard working experience.”161 
 
Mr. Danchenko is underlining that the procedure for hiring people have not change notable as a 
consequence of the EU accession. However, the companies are, and have always been hiring 
specialised employees. This is also elaborated by Mr. Dale from Kuršių Linija, who emphasises 
that only a very limited amount of people are qualified for jobs in the maritime transport sector. 
Often they train their own people, who are recruited from universities and colleges in Latvia and 
Lithuania, but generally when they recruit a manager, it is the experience of the applicant that 
matters. Thus, it could be an applicant from the Baltic States as well as one from another 
European country.162 
 
There are no clear tendencies that the Accession specifically has changed the qualifications 
demanded in relation to in the operating staff or the employees performing the actual 
managing of the fleet. However, one may argue that have been a change in the 
management of the companies. The market situation and growing market in general have, 
according to for example Mr. Ojala, caused an increased demand for experienced seafarers 
and the Baltic States are now competing with foreign shipping companies of recruitment 
of the seafarers to a larger extent. Thus, it seems like, there has been a professionalisation 
of the sector in the Baltic States. 
 
In addition to the above mentioned arguments, which states that the labour force becomes more 
homogeneous, the Accession in the EU has resulted in a need for employees with specific skills. 
                                                 
161 Interview with Mr. Dahchenko from Sea Trade Service, Annex I, p. 10 
162 Interview with Mr. Dale from Kuršių Linija, Annex IA, p. 4 
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According to Mr. Danchenko, there is a need for employees, who possesses knowledge about 
regulation policies: 
 
“(…) Therefore, the companies need now to employ special people who will follow these special 
instructions(…)”163 
 
As a result of more and more strict requirements and rules, it may be argued that the maritime 
transport sectors need to employ staff, which can fulfil these demands. As described in the 
empirical chapter, getting logistics and supply chains to work efficient is complicated, and the 
new market opportunities as consequence of the EU internal market, have made it even more 
complicated. 
 
To elaborate on the maritime transport sectors special demands for particular skills, there is a 
tendency for the maritime education to become more transnational homogenous. As stated in the 
empirical chapter, there is a growing demand for staff that are able to manage the increasing 
complex and technical issues, which companies have to deal with. Mr. Ojala describes this 
growing problem of attracting and maintains the professionals, who are able to deal with the new 
demands, which the companies are facing. Actually, it seems like the employees with the wanted 
skills are difficult to keep in Baltic States. According to Mr. Ojala, the maritime educations in 
Baltic States are of a high quality, and the ability to speak Russian is an attractive skill.  
 
In order to be able to oppose the growing challenges for the sector, the Baltic States have 
recently reorganised the educational system, so logistic marketing and management are included 
in the maritime educations. As stated in the empirical chapter, this is a system adopted form the 
EU-15 member states. Thus, spillovers from the EU-15 educations system are recognised to the 
Baltic States, which ceteris paribus is homogenisation of the educations. 
 
Another relation, which may be perceived as a normative isomorphism, is that the main part of 
the respondents perceives the sector and its challenges the same way. To an extent, all the 
interviewees do not recognise that the changes in the structure of the sector are directly 
influenced by the EU accession. However, most of correspondents identified some indirect 
                                                 
163 Interview with Mr. Dahchenko from Sea Trade Service, Annex IB, p.8 
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effect. In general, the companies are arguing that the marked is self-regulating. This presupposes 
that the companies follow the market situation. As Mr. Danchenko states: 
 
“We are never depending on the local territorial market. We are off course depending on the market 
situation, but not the territorial one. We are mainly influenced by the global market and the 
situation in the global maritime sector.”164 
 
Thus, the Baltic States Maritime transport sector have norms of percieving themselves of being 
just a small part of the global market, and as consequence of this the people involved in the 
companies acts accordingly to what they perceive as the best practise. As also emphasised by Ms. 
Malcera and Mr. Rimsha from Maersk Line: 
 
“For our company in the Baltic there is much higher emphasis on global perspectives, so far there 
has been little concentration on short sea/regional flows.”165 
 
It is a general view from the informants that the maritime transport sector is a sector affected and 
depending on global trends. Even though, not all the companies interviewed were operating 
outside the EU market, they still emphasise the global market forces as being the most important. 
Nevertheless, there is identified a difference between the smaller companies as Sea Trade Service 
and the global actor as Maersk Line. The latter has a global view and involvement compared to 
the smaller companies that have global awareness but has the European and regional area as their 
market and have no ambition of extending this. It may be argued that it is normal for companies 
operation in the same field, to have a similar view on the market situation, but among the 
interviewees in this report, a notable similarity is identified. There is a clear homogeneousation 
among the companies’ managers, towards both their own situation and the market development 
in general. 
 
The identified norm of the people interviewed show a tendency of normative isomorphism 
influencing companies in the sector. Companies are adapting a common understanding which 
demands; highly educated seafarers with maritime onboard experience and managers with skills 
applicable to the EU way of doing business in the maritime transport sector. Thus, it has been 
                                                 
164 Interview with Mr. Dahchenko from Sea Trade Service, Annex IB, p. 11 
165 Interview with Ms. Malceva and Mr. Rimsha from Mearsk Line, Annex ID, p. 18 
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possible to identify a professionalisation and homogenisation of the maritime transport sector in 
the Baltic States after the EU accession. The common view on education may also be self-
reinforcing, because people with the same educational background often subscribe to the same 
norms.  
V.5 Preliminary Conclusion of Analysis Part I 
 
In this section of the analysis, several processes of isomorphism have been identified influencing 
the maritime transport sector of the Baltic States due to the accession in the EU. The processes 
of coercive, mimetic and normative processes of isomorphism have been accentuated, having an 
impact on the institutional setting of the sector. Furthermore, the analyse has revealed an inter-
relationship between the three types of isomorphism as several sources of influence on the 
maritime transport sector of the three countries covers aspects of both coercive, mimetic and 
normative processes depending of the level of analysis. Hence, it is the argument of this section 
that the accession in the EU have influenced and initiated institutional changes to the maritime 
transport sector of the Baltic States. 
 
The preliminary conclusion of the analysis in relation to the key question is that the EU accession 
has initiated institutional changes in the maritime transport sector of the Baltic States identified as 
making the institutions in the sector homogeneous to the rest of the EU maritime transport 
sector. Firstly, this has been the case of the authorities relating to the sector. They have been 
forced to adopt the Acquis Communautaire and consequently change the sector due to the new 
regulatory framework. This has both affected the government agencies of maritime transport and 
the companies doing business within the sector. In relation to the companies, there has been 
identified a need to interpret and adopt the increasing regulation, which has resulted in reinforced 
capability needs within the administration of the companies. Nevertheless, the direct institutional 
changes in relation to the business side of the maritime transport sector are difficult to relate 
solely to the impact of the Accession, but could derive from internal business pressure as well. 
Secondly, there are indications of those companies and governmental agencies tend to imitate the 
surroundings due to pressure from the new market situation and the role as new EU member 
states, which consequently initiates that organisations and institutions are becoming more alike 
the sector en rest of the EU. Thirdly, the employees and managers as well as companies are 
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becoming more alike due to normative pressure from the leading firms and institutional settings 
of other actors in the Baltic States’ maritime transport sector. 
 
By the conclusion above, the key question could be answered by the notion that institutional 
change has occurred regarding the coercive, mimetic and normative isomorphism. Thus, the EU 
accession has influenced the institutional settings in the maritime transport sector. Therefore, the 
following analysis will, on the basis on New Regionalism, incorporate these institutional changes, 
but include additional findings in the strive for answering the key question. 
 
V.6 Strategy for the analysis part II 
Based on the findings in the previous analysis, on how the institutional settings are effected, it is 
examined if these institutions, which become more alike, will strengthen the regional integration. 
This presumption is founded in the theory of New Regionalism, where J.W. Scott constitutes 
three pillars on how regional integration can be effected by institutional settings. The three pillars 
are respectively emphasising material, discursive and cognitive driving sources. Three questions 
based on each of these pillars are structuring the analysis part II, which will be analysed 
separately: 
 
• How is the regionalisation in the Baltic Sea Region stimulated in relation to material 
driving sources? 
• How is the regionalisation in the Baltic Sea Region stimulated in relation to discursive 
driving sources? 
• How is the regionalisation in the Baltic Sea Region stimulated in relation to cognitive 
driving sources? 
 
- The Baltic States’ Maritime Transport Sector - 
 
 
85
Figure 11 Framework for the analysis part II 
 
 
Under each of the three questions, it is examined if there has been a stimulation of the regional 
integration. The regionalist approach will be compared to the institutional changes stemming 
from the Accession and parallel elements persisting in the Baltic Sea Region to identify the 
different driving sources to cross-border regionalisation in the maritime transport sector. The 
three part analyses incorporate new elements from the empirical chapter V, the qualitative 
interviews and the speeches, which is illustrated in the design above by the dotted relation 
between the empirical chapter and this part analyses. These will encompass some of the elements, 
which may not have been uncovered by the analysis part 1. This, in addition to the findings in the 
part 1 of the analysis, elements emphasised in the theory of New Regionalism are used, which is 
not captured by the theory of institutionalism. There are no preliminary conclusion following the 
second part of the analysis, but the main findings are gathered in the conclusion as illustrated in 
the Figure of the strategy for analysis above. 
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V.7 Material Driving Sources to Regional Cooperation. 
 
In this section of the analytical part two, it is emphasised how material driving sources to cross-
border cooperation in the maritime transport sector in a Baltic Sea Regional context is being 
influenced in general and by the institutional processes due to the Accession of the Baltic States 
in the EU. As explained in the methodological chapter II and in the framework for analysis, this 
is analysed in relation to the theoretical terminology established in the New Regionalism 
approach, by viewing the institutional changes and external parameters related as regional driving 
sources, where one pillar is the material driving sources, which is accentuated here. Hence, the 
research question of this section is: How is the regionalisation in the Baltic Sea Region stimulated in 
relation to material driving sources? 
 
As described in the theoretical chapter, there can be material driving sources forging regional 
integration. The material driving sources are explained as “Institutional frameworks: resources and 
incentives that encourage cross-border co-operation”, which is illustrated in Table 2. Thus, the institutional 
frameworks are considered as organisations or initiatives that have emphasis on the cross border 
co-operation. The analysis accentuates both findings from the first part of the analysis and 
possible new findings related to the empirical findings, which are relevant in order to analyse the 
material driving sources to stimulate Baltic Sea Regional cross-border co-operation. In the 
empirical chapter, there are several different organisations and initiatives briefly described, which 
could be divided in their focus on the EU context in general and the Baltic Sea Region in specific. 
 
The EU dimension in this report has primarily been emphasised by the Council Regulation 
4055/86, Council Regulation 4056/86, Council Regulation 1/2003, and the following adaptations 
made in relation to this. Thus, as these are Regulations calling for a liberalised maritime transport 
sector in the Internal Market, there has been a delimitation of other aspects influencing the Baltic 
States maritime transport sector pre and post-accession. However, in order to analyse the 
material driving sources towards Baltic Sea Regional integration initiatives and organisations not 
directly influencing or deriving from the Regulation are analysed. 
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The Trans-European Transport Networks (TEN-T)166, as described in the empirical chapter, 
accentuates the development of specific transport corridors to be identified, which specifically 
has resulted in the Baltic Sea Motorways Task Force167, which objective is to facilitate 
international and inter-regional co-operation and establish fast track maritime corridors or so-
called “Motorways of the Sea”. There has within the maritime transport sector in the Baltic Sea 
been strong emphasis on the establishment of the motorway, both in relation to the TEN-T 
financed by the European Commission and in other organisational settings e.g. the Baltic 
Development Forum (BDF), where various actors from business, politics and academia have put 
emphasis on the facilitation of the motorways.168 However, as Mr. Dale from Kuršių Linija states: 
 
“There is a lot of hot air and talk among politicians about Motorways of the Sea. But there is no 
actual assistance to the development of the motorways. We are not looking for assistance in relation 
to financial aid or such. We are just looking for a level playing field.”169 
 
The argument by Mr. Dale highlights that there is a material platform and incentives from the 
maritime transport sector to develop the Motorways of the Sea, in order to become more 
competitive, however, there has not been sufficient political action, despite of the fact that there 
has been an identification of the need.  
 
Nonetheless, the material driving sources to improve regional cross-border co-operation have 
been increased in the Baltic States maritime after the Accession. This is founded in the fact that 
the Baltic States have become members of the Internal Market, which has initiated the adoption 
of the Acquis Communautaire in general, and specifically in relation to the maritime transport 
sector in the Baltic States. Thus, by the Accession there has been admission to the EU resources 
and initiatives established to integrate the Baltic States in the EU. The coercive isomorphous 
element relies in the fact that the maritime transport sector in the Baltic States have had to adapt 
to the EU regulations and the Internal Market in general, and additionally coercively have formal 
or informal been a part of the EU institutional set up to enhance regional and cross-border 
cooperation. The incentives have been in a form of financial assistance to reduce the differences 
and thus co-operate in order to become integrated in the EU maritime transport sector, for 
                                                 
166 Trans-European Transport Networks (TEN-T) 
167 Baltic Maritime Outlook, p. 99 
168 Baltic Development Forum (2005), pp. 11-12 
169 Interview with Mr. Dale from Kuršių Linija, Annex IA, p. 1 
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instance through the TEN-T. Thus the EU initiated program of TEN-T can partly be 
conceptualised as a material driving source to cross-border regionalisation in the Baltic Sea 
Region, as it integrates the infrastructure of the sector and force cooperation between regional 
actors, public as well as private,  involved in the TEN-T. 
 
Another indication of the material driving sources in the EU context are the changes of 
governmental organisations and agencies in order to become a member of the EU. It has been 
described in the empirical findings that the European Commission has identified several changes 
in the agencies dealing with maritime transport. These changes may derive from the coercive 
isomorphism, because of the three Baltic States, during a short period of time, had to adjust to 
re-regulation of the maritime transport sector. An example of this is that the Latvian Maritime 
Administration before the Accession began in order to fulfil the standards of the other EU 
member states, in relation to maritime safety. Furthermore, the agencies were structured similarly 
to agencies in other EU Countries as accentuated in the analysis part1. Consequently, these 
processes, which indicate that the Baltic States become more alike the rest of the EU, in regard of 
the institutional setting of them maritime transport sector, are related to the material driving 
sources. The reason for that is, primarily, that there ought to be adequate resources in the 
governmental agencies in order to be in convergence with the other EU member states, and 
secondly, because it could be perceived as a driving source towards similarity and create the 
foundation for more transparency within the various national bodies in an EU context. Thus, it is 
argued that there is a connection between the isomorphous mechanisms analysed in the first part 
of the analysis and the material driving sources enabling regional and cross-border co-operation 
in a Baltic Sea Regional as well as EU context. 
 
As analysed in part 1, there has been an increase in the demand for skilled staff in the maritime 
transport sector in order to overcome the challenges just before and after the Accession of the 
Baltic States in the EU in connection to the more complex transport flow. This may be related to 
the tendency identified of that the Baltic States, to an extend, had been inspired by other EU 
member states educational systems to provide the needed professionals. Thus, it is argued that 
there could be an incentive or motivation to encourage cross-border educational transfers. 
Subsequently, these are incentives and resources illuminated by J. W. Scotts material pillar in 
relation to regional co-operation in the EU and within the Baltic Sea Region. Other incentives to 
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establish a common framework of skilled professionals within the Baltic Sea Region would be 
that most of the import and export in the Baltic States are with other Baltic Sea Countries.  
 
The Baltic States have all faced some of the same challenges in relation to the transport sector in 
general and the EU accession. As a consequence of this, the respective Baltic States’ Transport 
Ministers for instance met at Seminars in 2000, 2003 and 2005, in order to share their view on 
transport issues and draw experiences from each other.170 This indicates that there are incentives 
to co-operation between the Baltic States, which is accentuated by the Estonian Minister of 
Transport Atonen in 2003: 
 
“Maritime transport will remain environmental friendly only in case we focus on maritime safety in 
cooperation with our neighbouring countries. At the same time this field is one of the priorities of the 
European Union.”171 
 
The statement highlights that there is motivation from the Ministers point of view to cooperate 
internally in the Baltic Sea Region and furthermore is legitimised by being a priority of the EU to 
cooperate and bring resources to it. The Baltic Assembly could be perceived an important 
material driving source between the Baltic States and additionally, the Council of Baltic Sea States 
facilitates Baltic Sea regional issue. More issues specific organisation regarding the maritime 
transport sector could be the Baltic Ports Organisation, which includes all majority ports in the 
Baltic Sea Region.  
 
Moreover, this incentive to establish an institutional framework in the Baltic Sea Region, there 
was, as described in the empirical chapter, in 1995 established the TEDIM172 program, which by 
public-private partnership works to remove barriers to international trade and business by 
improving the transport links in the Baltic Sea Region. The TEDIM program encompasses the 
ministries in the Baltic Sea Region and the project is correlated to the EU Northern Dimension 
Action Plan.173 Compared to the national governmental level, the EU´s InterReg Programmes 
emphasises interregional cooperation in a bottom-up objective. The InterReg Programmes 
                                                 
170 World Bank (2005), p. 37 
171 Speech by Minister Atonen, Estonian Ministry of Transport (2003), Annex IIE, p. 17 
172 Telematics, Education, Development and Information Management (TEDIM) 
173 World Bank (2004), pp. 64-65 
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priorities the development of transport related initiatives and are a priori cross-border 
constituted.  
 
The maritime transport sector is as early mentioned a transboundary sector, why there are 
incentives to focus on the international dimensions regarding the decision-making process, 
because political multinational and cross-border initiatives may influence the situation in the 
sector whether or not the company is based in e.g. Latvia or Sweden. The importance of regional 
cooperation is illustrated by Ms. Malceva and Mr. Rimsha, Maersk Latvija SIA, who in relation to 
the major challenges for integrating the Baltic States into the Internal Market states: 
 
“Streamlining the procedures with the EU and abolishing local legislation and procedural obstacles 
for the operations.”174 
 
Thus, the EU is viewed as an institutional framework that facilitates the maritime transport 
sectors in a material driving source by streamlining the diverging national legislations. This can 
facilitate the general regional integration of the EU but will consequently also influence the 
regional contexts of the Baltic Sea Region as this also makes the framework of the maritime 
transport sector more homogenous. 
 
Another framework presented in the empirical chapter that ought to promote the maritime 
transport sectors perspectives and agendas is the so-called Short Sea Promotion Centres, which is 
comprised by maritime clusters in 16 countries encompassing several in the Baltic Sea Region. 
Here, Centres based in the various countries cooperate and gather resources in order to establish 
awareness of the benefits of by maritime transport compared to other transport possibilities, 
mainly road haulage. The significance of the Promotion Centres is illuminated by Mr. Harnack 
from Team Lines, who explains: 
 
“The market is going fast and is certainly becoming much bigger and more competitive, which could 
be illustrated by the short sea promotion centres (…) that is an institution that has maritime 
transport as its target. They are explicitly responsible reduce road haulage and increase maritime 
transport within EU (…) and are profiting from it.”175 
                                                 
174 Interview with Ms. Malceva and Mr. Rimsha from Mearsk Line, Annex ID, p. 19 
175 Interview with Mr. Harnack from Team Lines, Annex IB, p. 13 
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Hence, as the quote highlights, the Short Sea Promotion Centres are emphasised as a crucial 
institutional framework, there have been incentives to establish by the maritime transport sector 
in order to handle the competition from other transport modes. The 16 maritime clusters have 
within the centres pooled resources attempting to become more competitive, and can thereby be 
perceived as a material driving source encouraging cross-border cooperation in the Baltic Sea 
Regional context. 
 
Several interviewees176 have stated how the accession in the EU has also has created unequal 
competition parameters for the maritime transport sector, as other transport modes has become 
more competitive due to a lower level of regulations. 
 
“In my opinion and in this concrete example, what should happen when they inspect ships in every 
port, and there is a security charge in every port, they should do the same regarding the trucks. 
Trucks should be inspected every time they cross a border. If ship masters are checked for alcohol use 
every time they enter a port, then the truck drivers should too. If ship masters are having a 
minimum sleeping time, then it should be the same for the truck drivers as well. If ships are 
inspected technically, then trucks should be as well.”177 
 
As the quote accentuates, there is from a company point of view, exemplified by Mr. Dale, a 
concern of competition from road transport. Thus, the political constructed institutional 
framework for integration of the maritime transport sectors has not paid substantial attention to 
the characteristics of the sector in relation to competition from other modes of transport. This 
argument should be a reservation in relation to the previously mentioned arguments accentuating 
material driving sources to regionalisation in the Baltic Sea Region. The maritime transport sector 
may have difficulties to in a regional developed context due to unequal competition from other 
transport modes. 
 
There has in the previous part been analysed several institutional frameworks within the EU and 
the Baltic Sea region that all exemplify the institutional cross-border activities. It can be 
concluded that the maritime transport sector thus has a multidimensional variety of driving 
                                                 
176 Interview with Mr. Harnack from Team Lines, Annex IC and Mr. Dale, Annex IA 
177 Interview with M. Dale from Kuršių Linija, Annex IA, p. 1 
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sources to enhance the regionalisation stemming from firstly EU by regional programs like 
InterReg, TEN-T, and Short Sea Promotions Centres. And secondly, in the Baltic Sea Region in 
form of CBSS, Baltic Assembly, BPO, Ministerial Seminars and educational transfer within the 
maritime transport sector. The ones examined are TEN-T, Baltic Assembly and CBSS. It has 
been analysed that the actions taken in the EU have stimulated the material driving sources, but 
other institutional frameworks, which has not been identified and canalised directly from the EU 
level, in parallel have significant impact on the material driving sources. 
 
V.8 Discursive driving sources to regional cooperation 
The discursive source of regionalism is defined as how a region can be discursively constructed 
that is examined in relation to the question constituted in the framework for analysis: How is the 
regionalisation in the Baltic Sea Region stimulated in relation to discursive driving sources? Thus, the analysis 
will elucidate the regionalisation process based on the first part of the analysis in accordance to 
the change in the institutional setting in the maritime transport sector, and by this identify 
discursive driving sources. In addition, relations which are not captured by the isomorphisms, but 
identified in the empirical findings, will be analysed. 
 
Initially, in the examination of how the Baltic Sea Region is discursively perceived in accordance 
with the first part of the analysis, no clearly defined Baltic Sea Region agenda is identified. 
However, in the combination of the explanatory powers of both the institutional change and the 
conceptualisation of the discursive pillar tendencies several can be examined. 
 
In the first part of the analysis, it is argued that the companies, to an extent, perceive their market 
situation similarly in relation to the way they are influenced by the global market situation e.g. 
regarding the freight rates. Thus, it is not possible to identify an articulated tie to the Baltic Sea 
Regional context. This is highlighted by Mr. Danchenko from Sea Trade Service: 
 
“If the freight rates in Baltic Sea are low, but the rates in the Black Sea and Mediterranean are 
better, we will move our vessels there.”178 
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This statement is interesting in the context that Sea Trade Service, based in Estonia, is a relatively 
small company with approximately 40 employees. In spite of this, there remain no 
institutionalised belonging to the Baltic Sea as articulated. The dependency of the geographical 
setting is thus linguitificated as unimportant compared to the freight rates of the various regional 
markets. Thus, the quote could be compiled with the examined role of the leading actors in the 
maritime transport sector that constitutes institutional settings of how to act in accordance to the 
market situation. 
 
Hence, as exemplified by Sea Trade Service, the maritime transport sector recognizes itself as 
being regionally independent, when it comes to their possibility to provide services. This may be 
related to the way the companies in the maritime transport sector in the Baltic States articulate 
themselves in relation to the political level. Regarding the circumstances of the policy impact on 
the companies’ situation, several of the respondents are unsatisfied with the political actions 
taken. As Mr. Dale from Kuršių Linija points out: 
 
“There is a lot of hot air and talk among politicians about motorways of the sea. But there is no 
actual assistance to the development of the motorways. We are not looking for assistance in relation 
to financial aid or such. We are just looking for a level playing field.” 179 
 
To support and elaborate on Mr. Dale linguitification of a need for increased political actions in 
the creation of a functional maritime transport market, Mr. Danchenko problematises the rules 
and regulations, which have followed the Accession: 
 
“It has resulted (the accession, eds.) in at lot of new environment requirement, special requirement 
for the quality of the bunkers to be used, and requirements for the navigations system and so on. 
There are many regulations, which ship owners should follow”180 
 
It may be argued that the companies constitute a paradigm, which outlines the need for creating 
the best possible conditions for maritime transport business. In a more distinctive context, the 
business side of the maritime transport sector in the Baltic States may pressure the political level 
by articulate the threat of outflagging, which may result in the lack of tax payment locally. As 
                                                 
179 Interview with Mr. Dale from Kuršių Linija, Annex IA, p. 1 
180 Interview with Mr. Dahchenko from Sea Trade Service, Annex IB, p. 8 
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presented in the empirical chapter, this is used by many of the maritime transport companies e.g. 
98 per cent of the Latvian fleet is operating under a foreign flag. 
 
However, to establish a more profound discursive source, the transnational organisations in 
relation to the maritime transport sector could be accentuated. There are various organisations 
dealing with maritime issues in the Baltic Sea Region, where the intention of creating a discourse 
for regional cooperation and thus integration are present. As stated in the empirical chapter IV, 
one of these organisations is: Baltic and International Maritime Council (BIMCO). BIMCO seeks 
to influence the policy process in EU institutions. Therefore, it may be a platform for 
constituting discourses of the business side of the maritime transport companies. Subsequently, 
both the companies’ discourse and BIMCO’s platform might be perceived in an overall 
European level context and not isolated on the Baltic Sea Regional level. The previously 
mentioned articulations from the companies may to a large extent be related towards the 
European level, which is in correlation with the level of legislation. The change in the institutional 
setting after the Accession caused by the change in the legislative level, and the pressure deriving 
from this has thus resulted in business articulations towards the EU level in stead of the previous 
national level. Nonetheless, an organisation like the Baltic Development Forum, which as 
described in the empirical chapter emphasise, a broad set of issues, includes maritime transport 
aspects and apply a Baltic Sea Regional focus and may thus be a platform for articulations of 
issues directly in the regional context and not a exclusively EU level. 
 
Another important element regarding discursive driving sources is to linguificate an increased 
understanding of the regional dimension. Illuminating this in context to the Baltic Sea Region 
various organisations promote this agenda. The organisations have not necessarily its primary 
focus on the maritime transport, but apply an overall promotion of the Baltic Sea Region 
discourse. This may be perceived as a strategy in order to gaining acceptance on the political level 
by emphasising regional agenda holistically. 
 
The notion of the analysis above in relation to the discursive driving sources, the argument is that 
the companies have no specific focus on the Baltic Sea Region, while there remain organisations 
with a Baltic Sea Regional agenda. These circumstances may lead to the assumption that the 
articulation of the Baltic Sea Regional focus are not driven by the companies, but from politicians 
and ideological individuals with a Baltic Sea Regional agenda. This is for example, the case with 
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the above mentioned BDF, which was initiated by former Danish Minister for Foreign Affairs, 
Mr. Uffe Ellemann-Jensen. 
 
As analysed in the first part analysis, the institutional setting of the maritime transport sector in 
the Baltic States has been pressured by the EU legislation and have been forced to adapt to the 
Accession related challenges, why there has been constituted a focus on the EU level by the 
business side of the maritime transport sector. Naturally companies will focus on the policies, 
which facilitate or complicate their ability to act within the market and thereby articulate their 
agendas in relation to this. Thus, the maritime transport companies articulate their perception 
towards the EU level. 
 
As a counterpart to the companies and the organisations, the discursive angle from a political 
level may be analysed. Here, it has been argued that companies generate paradigms and specific 
organisations may constitute platforms for discursive driving sources. In addition, the 
politicians’ way of perceiving the regionalisation process is examined. 
 
The first of May 2004, the three Baltic States were accessed in the EU. This has naturally 
influenced the politicians’ discursive way of articulating certain issues in connection to the 
maritime transport sector in the Baltic States. From speeches held by transport Ministers from 
the three countries, it may be argued that the Accession has caused a paradigm shift in the way 
of articulating the role of the maritime transport sector. In the speeches held before the 
Accession the Ministers linguificated their countries as being adaptable in relation to the EU 
regulation. On the other hand, it can be argued that the Ministers emphasised relatively strong 
demands to the other EU member states and the formal EU institutions after the Accession. As 
the statement from 2000 by Minister of Transport Mr. Striaukas from Lithuania shows, it is to 
an extent, an attempt to articulate the positive dimensions of the countries. Mr. Striaukas 
pointed out: 
 
“I would like to add that our efforts to sustain the continuous development of integrated and 
competitive transport system demonstrate our commitment to make a real contribution to the 
European Integration”181 
 
                                                 
181 Speech by Minister Striaukas, Lithuanian Ministry of Transport (2000), Annex IIA, p. 2 
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Contradictory to what Mr. Striaukas stated in 2000, the speeches from 2005 may illustrate a 
paradigm shift. The Latvian Minister of transport Mr. Slesers stated that the Baltic States have 
changed from being optimistic about their role in the European Union, to become sceptical 
about whether the EU membership has overall beneficial effects for the countries. Thus, Mr. 
Slesers argued that EU should be aware of that the new member states by the EU legislation have 
had a decrease of their competitive advantages. As Mr. Slesers pointed out: 
 
“We still have favourable production and labour costs, as well as reasonable real estate costs. We 
must firmly oppose any attempts to undermine our competitiveness, be it initiative of a member state 
or European Commission. It is of vital importance to strengthen collaboration of our experts and to 
coordinate the national positions on EU initiatives, important for the Baltic States.”182 
 
Despite of the fact that the speech was not directly articulated towards the EU decision-makers, it 
may be perceived as a statement that sent a clear signal to the EU level. It represents a discursive 
paradigm, which establishes that the European Union and its member states should make sure 
that the legislation benefits the Baltic States competitiveness. 
 
In addition to the politicians’ discourse of the role the EU, the Minister of the Baltic States 
articulately clusters the three countries together in their own region. This is the case especially 
when it is contextualised with the relations between Europe and Russia. From a statement by the 
Estonian Minister of transport Mr. Ansip, it can be argued that the representative from the Baltic 
States accentuates that the countries coherently are of vital importance for transport network in a 
broader context: 
 
“Good connections with third countries play an important role in encouraging trade between the 
European Community and its neighbours, and thus promoting economic development. Therefore 
cooperation under the EC activity “Wider Europe for Transport” between the Baltic States and 
with Russia is necessary. The objective is to achieve recognition of the transport axis linking TEN-
T priority project Motorways of the Baltic Sea through Baltic ports and rail/road connection with 
Russia and beyond.”183 
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- The Baltic States’ Maritime Transport Sector - 
 
 
97
The statement signals a discourse of the Baltic States, as being a region bridging the EU and for 
instance Russia within the Baltic Sea Regional context. Thus, the Baltic States articulate 
themselves as a region. Especially this could be caused by various reasons, but state their own 
importance on the basis of the their geographical location as being neighbours to Russia, which 
should be given special attention by the EU in relation to the establishment of the Common 
Spaces mentioned in the introduction. Hereby, by relating the three Baltic States to Russia and 
the wider transport issues within the EU, this may stimulate the regionalisation within the Baltic 
Sea Region. Minister Ansip gives the Baltic States this fundamental position in a European 
transport network and at the same time he elucidates the three states as having a special unity.  
 
In addition, the Minister constitutes the Baltic States in to a Baltic Sea Region context by arguing 
that they are closely depended on decisions regarding the maritime transport in Baltic Sea. In 
order to support this argument, the Minister of Transport from Latvia is moreover underlining 
the importance of the strategic regional context of the three Baltic States by the articulation of 
the Baltic States are relatively small countries that together constitute a region of strategic 
importance by being the gateway between the EU and the CIS countries. This gateway is not only 
important as being the link between the former East and West in a political perspective, but also 
represents a primary source for economic success by being the hub for goods between the East 
and West. 184 Thus, the articulation of having political and economic significance by constituting 
this channel may stimulate to regionalisation within the Baltic Sea Region, because the Baltic Sea 
Regional cooperation, not only in the framework of the EU, but are of importance for the 
European integration in general. Thus, the Baltic Sea Regional cooperation could serve as a 
catalyst to include Russia and other CIS countries in the EU integration as partner. Even more 
importantly, the Baltic Sea Regional cooperation and the Baltic States could catalyse a non 
exclusion of Russia and the CIS countries in the European project. 
 
In the previous sections, it has been examined whether there are discursive driving sources in 
relation to firstly, the business aspects of the maritime transport sector in the Baltic States, and 
secondly, if there are any discursive driving sources at the organisational and political level. 
Moreover, it has been discussed whether these aspects could stimulate integration in the Baltic Sea 
Region. The articulation of the maritime transport sector companies has not been identified as 
distinctive in relation to the Baltic Sea Region, because its is perceived that it is the global market 
                                                 
184 Speech by Minister Slesers, Lithuanian Ministry of Transport (2005), Annex IID p. 11 
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situation that defines the context, in which they operate. Nevertheless, it has been identified that 
the European context is more significant, especially in relation to the level of attention of 
linguificating the challenges of the maritime transport sector. Thus, no specific relations have been 
examined that sustain that the Baltic Sea Regional context is important from the business 
perspective. On the contrary, organisations like Baltic Development Forum may encompass a 
discursive driving source, and thus stimulate to a Baltic Sea Regional focus. This is provided with a 
holistic context by Baltic Development Forum. On the political level, the Baltic States internally 
and externally are articulated as a region. The articulation of their role in the EU context has 
changed from before the Accession to now being more progressive. This is particularly in the 
aspect of articulating the Baltic States in the relation between the CIS countries and the EU. Here, 
the discourse is that the Baltic States could stimulate to a non exclusion of the CIS countries in the 
EU context. Thus, by articulating the importance of this, the discursive driving sources of the 
Baltic States Ministers of Transport could stimulate to more integration in the Baltic Sea Region. 
 
V.9 Cognitive driving sources to regional cooperation 
 
As the last part of the analysis, it is emphasised how cognitive driving sources to cross-border 
cooperation in the maritime transport sector in a Baltic Sea Regional context regional might be 
influenced by the accession in the EU. Parameters related as regional driving sources are also 
involved in the analysis, both with the purpose to highlighting the institutional settings, and to 
explain, what might not be captured by the institutional framework. Firstly, the concrete relation 
towards the EU is analysed. Secondly, it is analysed how the Baltic States internally understand 
their position. Finally, it is shortly put into perspective what the cooperation within the Baltic Sea 
Region can generate. The research question of this section is: How is the regionalisation in the Baltic 
Sea Region stimulated in relation to material driving sources? 
 
The cognitive source of cross-border regionalisation is accentuated by Scott as consisting of the 
processes of creating self-awareness, understood as identification of common problems and 
development contexts as a precondition for establishing communities of interest. These 
processes of creating regional self-awareness are thus the processes of identifying problems and 
challenges as transcending national borders, and hence problems of mutual interest of actors 
within the Baltic Sea Region. In addition, it is possible to draw from the theory that one of the 
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driving sources behind regional cooperation is the role of actors and organisations to establish a 
common understanding of uniform challenges. The cognitive driving sources, in this context are 
conceptualised as the mind set of the different actors in the maritime transport sector of the 
Baltic States, who are conceptualising pressing issues as part of a regional agenda in the Baltic Sea 
Region rather than as subject of national, the individual states, or supranational actors, e.g. the 
EU. 
 
With the above description in mind, cognitive sources related towards the Baltic Sea Region may 
be difficult to identify. The central event of this analysis is the Baltic States’ accession in the EU. 
For this reason, it may be argued that the Accession itself, only to a very limit extent facilitated 
cognitive driving sources towards a Baltic Sea Region focus. As a consequence of the Accession, 
the Baltic States naturally become more orientated towards the EU and the Internal Market. This 
argument is further supported by the earlier identified institutional processes, which makes the 
Baltic States more alike the rest of the EU. From the first part of the analysis, it can be 
accentuated that there as a result of the Accession has been a homogenisation of e.g. the 
legislation and the way to do businesses. 
 
Part 1 of the analysis explained that several of the interviewees, mainly companies, have stated 
the role of the Baltic Sea Region as being inferior to the processes of the EU Internal Market and 
the global economy. Thus, the cognitive construction of the region could be jeopardised as the 
platform of the actors, who focus towards the EU and global context. This can be illustrated with 
a statement from the smaller Estonian shipping company Sea Trade Service: 
 
“I do not think that we can talk about special integration of the maritime sector. Maritime 
transport is about connecting regions (…) I will not expect such kind of specialisation inside the 
European Community. I only see a unification of rules, concepts and so on.  This is a consequence of 
the globalisation.” 185 
 
The quote exemplifies the issues very well; Mr. Dahchenko states that the process of integration 
in the EU is considered as a result of global pressure. Thus, interviewee’s reaction to the external 
pressure is not to be aware of the Baltic Sea Region context. Nevertheless, the focus by the actors 
in the Baltic Sea Region on the EU may be two headed. It can be argued that some of the focus 
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from the Baltic Sea Region maritime transport sector towards the EU system can return towards 
the regional Baltic Sea Region context. E.g. the EU interregional policies have initiated or 
financed numerous projects of regional development in the Baltic Sea Region. Programs like the 
EU Interreg-program, as stated earlier in this analysis and in the empirical chapter IV have to a 
large extend the purpose of facilitating regional cooperation and understanding. 
 
The similarities of the Baltic States and the maritime transport sectors are, as described in the 
empirical chapter IV, quite evident. The three countries share the same historical background as 
former members of the Soviet Union and re-gained there independency in the same period of 
time. They are all relatively small shipping nation, but important as trans-transport regions for 
EU-CIS trade. In addition, the three countries have to a large extent shared the same challenges 
of transition to market economies. In the view of this, it may be argued that when the Baltic 
States are undergoing similar institutional changes as a consequence of the Accession, there is a 
more distinctive opportunity to assimilate a common understanding of mutual problems. To 
illustrate this rationale, the Latvian Minister of Transport made the following statement on a 
Baltic States seminar for transportation: 
 
“Latvia, Lithuania and Estonia alone are considered to be small countries; however all together 
they form a region of a strategic importance. (…) Our strength is in cooperation, and we must use 
every opportunity to promote our region beyond the European Union.”186 
 
On one side, the argument is an articulation of the Baltic States and their relation to EU, but it is 
also an exemplification on how they perceive themselves in relation to the EU. Furthermore, this 
also indicates the political self-awareness in the region, and hence indicates that the accession in 
the EU purely relocates the three Baltic States focus. The following quote further captures the 
point of identifying common problems and advantages in the regional context: 
 
“(…) We have a privilege to live in one of the economically most dynamic and rich regions – rich in 
our diversity and ability to cooperate. By sharing our competences and forming effective partnerships 
(…) we can maximize our strong points and become important players within new Europe” 187 
 
                                                 
186 Speech by Minister Slesers, Transport Ministry of Latvia (2005), Annex IID, p. 11  
187 Speech by Minister Slesers, Transport Ministry of Latvia (2005), Annex IID p. 15 
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The quotation indicates that the Baltic States have a relatively clear understanding of their 
position in relation to the EU. However, the quote also illustrates that the Baltic States to an 
extent is focusing primarily on a region between the three nation states themselves. In order to 
elaborate form the empirical findings in chapter IV, the Baltic States set up the Baltic Assembly 
in 1991 with the purpose of promotion the cooperation between the three countries. Thus, it can 
be argued that the function of the Assembly, ceteris paribus, is to strengthen the regional 
understanding of the Baltic States themselves. 
 
Despite of the fact that the Baltic States to an extent have formed attentiveness about how the 
three countries a bounded by a regional understanding, it can be argued that some of the bonds 
come from other part of the Baltic Sea Region. The above mentioned Baltic Assembly are for 
instantce inspired be the Nordic Council of Ministers, which consist of the five other countries in 
the Baltic Sea Region; Iceland, Norway, Denmark, Sweden and Finland. In addition, the 
authorities have on various fields imitated the Nordic model of administration. As analysed in the 
previous part of the analysis has e.g. Estonia modelled their Ministry of Transport after a Swedish 
model.   
 
Thus, it can be argued that Baltic States are adopting and glancing towards the Baltic Sea Region. 
Furthermore, it can be correlated with the perspective of that various networks and organisations 
in the Baltic Sea Region are working for creating a regional awareness. E.g. as stated in the 
empirical chapter  IV the Council of the Baltic Sea States (CBSS) has the priority to promote a 
Baltic Sea Region’s self-awareness. 
 
It has been difficult to trace a direct impact of the changes due to the Accession on the regional 
self-awareness in the Baltic States. It seems like the self-awareness of the regional community has 
been significant in the region for several years, and it does seems plausible that the EU 
membership has moved focus away from the Baltic Sea Region. However, the Baltic States have 
naturally mobilised more focus on the EU after the Accession. As a consequence, it seems like 
the Baltic States are becoming more aware of their position in relation to the EU. The question in 
this relation is whether or not the focus towards the EU will jeopardise the regionalisation in the 
Baltic Sea Region? This analysis does not directly show such tendencies, even though many of the 
actors are more aware of the EU then a Baltic Sea Region. On the other hand, it seems like the 
Baltic States are being inspired and orientated towards other states in the Baltic Sea Region. In 
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relation to the maritime transport sector both imitation and formalised network co-operation are 
identified in the Baltic Sea Region.   
 
First of all, the Baltic States have an internal awareness, but to an extent also bonds to the Baltic 
Sea Region.  However, as previously identified in the analysis, the actors in the maritime transport 
sector have a global view, thus finding it necessary to co-operate in an institutional setting. 
Hence, the role of the EU may subsequently facilitate cognitive driving sources to regionalisation, 
as more actors get involved in the identification of common issues and construction of self-
awareness in the region. The EU is as well facilitating regional cooperation and development of 
regional self-awareness in the Baltic Sea Region. Thus, one may argue that the Accession process 
has illustrated an interdependent relationship between driving sources to regionalisation of the  
maritime transport sector in the Baltic State and the EU. 
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VI Conclusion 
 
In order to answer the key question, this report has been divided in two analytical parts. Firstly, it 
has been analysed if the institutional setting in Baltic State maritime transport sector have been 
changed as a result of the Accession in the EU. Secondly, it was analysed if these institutional 
setting have stimulated the potential regionalisation in the Baltic Sea Region. This chapter will 
present the conclusions of the report, which is based on the conclusions established during 
analysis part 1 and in the analysis conducted in analysis part 2. 
 
The key question is: 
How has the maritime transport sector’s institutional setting in the Baltic 
States been influenced by the accession in the EU, and is this stimulating the 
regionalisation in the Baltic Sea Region? 
 
The study has shown that the institutional setting the Baltic State maritime sector, to some 
degree, has been influenced by the Accession in the EU. First and foremost, the EU Acquis 
Communautaire has forced direct changes on the institutions governing the maritime transport 
sector in the Baltic States. In addition, the analysis emphasises that legislation not being directly 
related to the liberalisation of the maritime sector, have had an impact. The companies have, as a 
consequence of the Accession, been exposed directly for new legislation, e.g. environmental and 
safety rules, and are now part of EU´s regional programs. The overall introduction of the Internal 
Market has also had an important impact on the Baltic States. The new market situation has 
resulted in an informal pressure, and it may be concluded that the global pressure are forcing 
isomorphous changes in the Baltic States maritime sector than the Accession. From the analysis, 
it can be perceived that many of the companies endure pressure from the competition on the 
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global market, which also initiates an isomorphous change. Thus, in the terminology of 
isomorphism both the authorities and companies have en influenced by the Accession. 
 
In the case of both companies and authorities, it has been identified that uncertainties among the 
actors about the future have resulted in an isomorphous change in the institutions. This has 
primarily been during the Accession period, but also as formal members of the EU.  The 
authorities in the three Baltic States have imitated organisational forms from the EU15 member 
states, which, to a large extent, has been based on the assumption of that the administrations in 
EU15 were considered superior in modes of governance, and thus coping would benefit the 
countries. On the business side it can, as stated earlier, also be concluded that a mimetic 
isomorphous institutional changes have happened. The imitation has been based on indirect 
effect of the Accession, where the companies’ imitation of other companies is based on an 
uncertainty about how to deal with the new market situation.  
 
Finally, it may be concluded from the first part of the analysis that increasing homogenisation of 
the way companies in the maritime sector are managed and operated is developing a common 
understanding. As exemplified in the analysis, the employees in the maritime transport companies 
are becoming more homogeneous, because of the comparable educational background and 
similar way of perceiving the market situation. This homogenisation of the normative ways of 
thinking within the institutions of the Baltic States maritime transport sector might slightly be as 
consequence of the Accession in the EU, but largely as a result of a general global development 
in the maritime transport sector.  
 
Other relations not linked to EU or the Accession is, to a large degree, influencing the 
institutional setting in the Baltic States’ maritime transport sector. Many of the changes are 
related to before the Accession in the EU in form of the influence from other institutional 
settings and the global freight market, as well. 
 
It may be concluded that the above concluded institutional changes, to some extent, have 
stimulated a regionalisation. The institutional changes have been strongest as a material source 
for regionalisation. With the Accession and the isomorphous change as a consequence of this, the 
Baltic States are now part of various regional programs, which directly or indirectly are 
influencing the regionalisation. The TEN-T program of connecting the transport systems in 
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Europe has for instance had a vital impact on the Baltic Sea Region’s transport issues. Similar 
influence can be concluded that the Short Sea Promotion Centres will have. Not directly 
conceptualised in the EU, there are several organisations in form of regional Seminars and other 
form of regional cooperation, which to a large extent is present in the Baltic Sea Region that have 
a significant influence on the regionalisation. 
 
As a discursive driving source of cross-border cooperation, it is concluded that the Accession in 
the EU has changed the institutional settings towards the EU. As a consequence of this both 
companies and authorities are articulating themselves towards the EU, which are not 
strengthening the regionalisation in the Baltic Sea Region directly. In addition, the companies are 
largely orientated towards the global market pressure, and especially the major companies are not 
articulating the Baltic Sea market as an area for specific focus. However, it may be concluded that 
politicians is stressing the Baltic Sea Region as being a strategic area. Because the Baltic Sea 
Region is a part of the EU, there is an indirect influence on the regionalisation of the Baltic Sea 
Region as an effect of the direct discursive source, the EU are playing.  
 
In relation to the cognitive driving sources, it is concluded that the three Baltic States as a 
consequence of the Accession are becoming more aware of their relation to the EU. Thus, the 
influence of the institutional change is to a large extent indirect in the Baltic Sea Regional sense. 
As a consequence of various regional programs EU can become the cognitive driving source. 
Additionally, there are tendencies of that imitating and coping of other Baltic Sea States 
constitutes increasing self-awareness within the Baltic Sea Region.  
   
The three driving sources to cross-border regionalisation have in this study been challenging to 
trace as being stemming directly from the Accession of the Baltic States in the EU. However, the 
findings have revealed that actors and institutional settings on various levels are influencing the 
maritime transport sector in the Baltic States, and thus could be characterised as 
multidimensional driving sources stimulating to regionalisation.      
 
As concluding remarks, the analysis has indicated several aspects contributing to regionalisation 
of the maritime transport sector independently of the sources stemming directly from the EU or 
Baltic Sea Region level. 
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Firstly, the regional development programs concerning the maritime transport sector in the Baltic 
Sea Region seems to have a self-reinforcing effect as driving source of regionalisation. Thus, 
institutional changes stemming from the EU, and orientation towards the EU by the Baltic Sea 
Region actors, will facilitate regionalisation in the Baltic Sea Region as political and economics 
resources may return to the region due to the regional development programs. 
 
Secondly, an additional finding of the report is the role of the Baltic States as transit region of 
EU-CIS trade. Thus, the three countries have a key role in future development of relation 
between the EU and notably Russia. As the maritime transport to and from the Baltic States is a 
crucial element of this trade, the regional focus on the Baltic Sea Region, as linking the Russian 
market to the EU, could be further emphasised and facilitated by the Accession in the EU of 
Estonia, Latvia and Lithuania.   
 
Finally, it should be noted that the role of Baltic Sea Region organisations, such as Baltic 
Development Forum and Baltic Ports Organisation, could have an undervalued impact on the 
cross-border regionalisation of the maritime transport sector as an interface between the political 
agenda of regionalisation and the companies and additional actors doing business in the region. 
Hence, the roles of Baltic Sea Region organisations may be a considerable driving source to 
further integration.  
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VII Epilogue 
 
This chapter is established with the objective to emphasise some of the perspectives for further 
analysis, and in this relation reflect on some of the considerations concerning reliability and 
validity in relation to the choices made in this study.  
 
During this study, the objective has been to identify tendencies and contribute to the debate 
about integration within the Baltic Sea Region, the EU and integration in general on the 
transnational scale, which were not identifiable in alternative analyses. In order to do so, the 
instruments chosen to analyse this were the institutionalism and regionalism. In relation to 
institutionalism, it is specified that this optic could be applied on most analyses. However, the 
institutionalistic approach is developed in organisational theory and thus subscribe to a more 
narrow analytical focus than established in this report. Thereby, the institutional processes may 
have been identifiable, to a larger extent, if this report would apply to a more narrow focus. 
Hence, the validity could have been increased in relation to the conclusions established and 
ensure that what was intended to be analysed have been analysed. In continuation of this, a more 
narrow representativity of qualitative interview would have stimulated to an increased reliability, 
because the plausibility of refuting the same tendencies in relation to the conclusions established. 
Here, the variety of respondents is not establishing analytical angles from e.g. the governmental 
agencies or organisations that are in relation to the maritime transport sector. Subsequently, the 
link between the respondents and the condensing of their arguments are questionable and thus 
influencing the validity. This is primarily a reflection established in connection with the questions 
relating to an identification of institutional changes, where the condensing of the answers have 
been processed and contextualised.  
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Consequently, the analysis established could have had a reduced scope in relation to the 
theoretical approaches used. One reflection is that whether the regionalisation could have been 
analysed solely with the instruments of the driving sources, and not let the isomorphous 
processes canalise most of the elements of regionalisation. This would possibly have increased 
the reliability of the conclusions. The understanding of the institutional changes regarding the 
formal coercive homogenisation would probably have been identified by a regionalist approach. 
Nevertheless, processes of imitation and normative elements would most likely not have been 
identified.  
 
In relation to the regionalist approach, the objective is to analyse on multidimensional level with 
various sources and actors to stimulate to regionalisation. In this report, the business, 
governmental and organisational levels have primarily been accentuated, which is an attempt to 
analyse multidimensional as stated in the conclusion. Nevertheless, there could probably have 
been established conclusions with more explanatory power, if only one level had been 
emphasised due to the complexity of the maritime transport sector. The complexity of the sector 
is illustrated by its close connection to other sectors, why the concept of intermodality is a topic 
widely discussed in the Baltic Sea Region and in the EU, and the sector is influenced by a broad 
variety of interests and actors.  
 
In spite of the regulation and liberalisation of the maritime transport sector, which was initiated 
from the beginning of the establishing of the Internal Market, the process of completing a 
holistic frame for competition within the EU is far from sedimented. Examples of this are the 
EU Port Directive and Service Directive, which have mobilised the public interests to a larger 
extent. In continuation of this reflection, the considerations of the connection between 
liberalisation and regionalisation could be highlighted. The validity of analysing regionalisation on 
the base of liberalisation of the maritime transport sector is not as evident as presupposed, but 
argued for. Other sectors could have more Baltic Sea Regional ties than the overall maritime 
transport sector, e.g. liner passenger shipping across the Baltic Sea, which naturally have closer 
geographically bonds. 
 
One of the considerations that stems from the choice of the maritime transport sector was the 
obvious transboundary aspects of the business side, but this does not necessarily prerequisite a 
Baltic Sea Regional understanding. This has been surprising, especially in relation to the smaller 
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business actors. Thus, the reflection may be that there has been a conflict between the 
assumptions initiating the report and the persons interviewed. This conflict has been emphasised 
because of the abductive strategy for analysis implicated an initial domain of knowledge, from 
which the analysis departs. In this report, the analysis is maintained open in relation to a 
discussion of what in an institutional and regional context occur, when the existing is influenced 
by an EU Accession, and thus keeps the openness in connection to what are the driving sources 
for regionalisation.  
 
In relation to the abductive strategy for analysis, the reciprocal actions between the empirical 
findings and the theoretical approaches have been attempted. Nevertheless, it may have 
improved the validity of the conclusions if the investigation to a larger extent had departed from 
the quantitative findings in order to constitute a base for more specific questions to the 
respondents. The abductive strategy was used in an attempt to identify subjacent structures 
within the field of investigation, which in context could be the cognitive and discursive driving 
sources identified. Naturally, these subjacent structures to establish in the interaction between the 
empirical findings and the theoretical approaches could have been emphasised to a larger extent 
in the extent, and thus influence the validity, if experts had been interviewed. Another possible 
facilitator, in relation to the underlying structures to be identified by the abductive strategy for 
analysis, could have been an approach of effect evaluation, which may have constituted more 
closely links between the key question and the following elements providing a narrow focus, but 
a more substantial foundation for the conclusions. Nonetheless, the abductive strategy for 
analysis has assisted to maintain the interaction between the complex analytical elements, and for 
instance ensure that respondents have been contacted repeatedly, when new elements had been 
identified in relation to analyse the change in the institutional setting within the maritime 
transport sector in the Baltic States, and how this could stimulate the regionalisation in the Baltic 
Sea Region. 
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ANNEX I 
 
Annex IA: Interview with Mr. Dale 
 
Transcription of the interview with Mr. Martin Dale 
Commercial Director  
Kuršių Linija, Lithuania 
 
What is your evaluation of the Baltic States maritime sector after the accession in the EU? 
 
Unfortunately, we operate from the Baltic Sea Region to the UK islands, France and the 
Netherlands, so we are not inter Baltic as such. What we do now is based on this concept. People has 
suffered tremendously, because when the borders came down the people no longer took the ferries 
and by-passed Poland, they simply just drove through Poland and the transit time for trucks became 
much faster. Then the ferries were unable to compete.  
 
So the freight transport moved to trucks? 
 
The EU created an unequal playing field. If you think about it, ships have got (SOLAS and ISPS 
unclear passage) and have security charges and things like that. Ships are inspected and have stricter 
legal requirements to live up to. Trucks can drive with bold tires and across traffic lights and not 
sleep for 24 hours. Nobody checks them.  
 
So it is my impression that you find the competition is unequal. Has the EU accession given your company new 
opportunities?  
 
No. There is a lot of hot air and talk among politicians about motorways of the sea. But there is no 
actual assistance to the development of the motorways. We are not looking for assistance in relation 
to financial aid or such. We are just looking for a level playing field. In my opinion and in this 
concrete example, what should happen when they inspect ships in every port, and there is a security 
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charge in every port, they should do the same regarding the trucks. Trucks should be inspected every 
time they cross a border. If ship masters are checked for alcohol use every time they enter a port, 
then the truck drivers should too. If ship masters are having a minimum sleeping time, then it should 
be the same for the truck drivers as well. If ships are inspected technically, then trucks should be as 
well. None of these things are happening now.  
 
So, you do not need more political will, but action?  
 
Yes, I have often said, which has been confirmed by the police. In Holland if two trucks; one 
Lithuanian and one Dutch drive across a red light, the Lithuanian truck will never be stopped, but 
the Dutch one will and gets a fine. The police do not stop the Lithuanian truck, because they will 
never collect the money and only creates more work for your self. And it is the same in France, 
Belgium and Germany. The drivers from Lithuania know this, and if they in some case will get a fine 
they just close the company and open a new one. Nobody collects any fines from them. There is no 
political will and it will only happen in a case where a Lithuanian driver, who hasn’t slept for a week, 
will crash into 50 cars including a school bus. Then there will be some politicians saying that they 
have tried to do something about it. Until this happens, there will happen nothing.  
 
I can see that there is a problem here, but I have a question about the structuring of the maritime transport sector. 
Have you experienced any changes in the sector after the EU enlargement in the Baltic States?  
 
There is much more unitized cargo moving around whether it is consumer products in one direction 
or even transport the other way around. There is much more unitized transport and unitized trailers 
have changed tremendously. Naturally, this is a logical progression in an Internal Market.  
 
Is this indicating a general trend of harmonization of rules etc.?  
 
Definitely yes.  
 
Are you experiencing that the Baltic States are doing anything specific in relation to this, making new rules or are this 
only EU legislation?  
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Generally yes, in more specific I can speak of Latvia, because ethnically I am Latvian. I know that 
Latvian customs in general are very eager to show that they now are a part of the EU and one of the 
external borders. They are very keen to show that they are doing everything right. They have the 
impression that in the West, if it not in the rule book it means that it is allowed. In Latvia they think 
that if it not in the rule book it is forbidden. It is a very rigid interpretation of the custom rules. It is 
much clearer and much better and logical than the flexibility of French, Belgium, UK or Irish 
customs. The Baltic States are much stricter than in most EU countries and follow the law exactly. 
They make sure that nobody will accuse them of being corrupted. They are in other words doing an 
excellent job.  
 
What does this indicate? It is then easier to do business in the Baltic States in this sector? 
 
It is much clearer and transparent would I say.  
 
Have the accession of the Baltic States made a greater awareness of thinking the market in a regional context or have 
you seen it more like a step stone towards a global market?  
 
Definitely a regional market. It has created a larger internal market. It is not seen as the EU is 
creating a stepping stone to the Far East e.g. The EU is a market in its own reign.  
 
Have you then experienced that other companies have imitated the way your company does business?  
 
No, not very clearly anyway. You see we are using short sea carriers where we use 48 foot highly kept 
containers. We are basically following the way that lines like North Sea Line operate. We are the new 
boys on the block in relation to short sea shipping. Anyone that is based in Eastern Europe is 
following the leader’s standards set by companies like G-East. We are the only ones operating in the 
Baltic States managed in the Baltic States and controlled by people from the Baltic States in this short 
sea shipping market. But again, it is not us being copied but us copying others already established in 
the West before the accession.  
 
  4
Have you within your company after the accession experienced that you have changed the way you are structured?  
 
There has been changes in the structure, but it have had none or little connection to the EU 
Accession of the Baltic States, but simply because we are a growing company regarding title control, 
better communication flow and lines in order to avoid duplication and misunderstandings and things 
like that. So changes yes, but it has been in relation to the natural progression.  
 
Which kind of people in management positions are you recruiting? – are there any specific profiles you seek from specific 
universities or people with special background managing skills?  
 
We are operating in a very specific branch or sector in short sea shipping that one a very limited 
amount of people are qualified to and thereby get a job. This means that we are looking for people 
with a relevant experience. We are also training people from universities and colleges from Latvia 
and Lithuania and other locations, but generally, if we are going to recruit a manager or something 
like that, it is quality experience the persons has and not anything else. But it could be a Westerner as 
well as an Easterner.  
 
What I meant or indicated in the question was whether your company is adapting other EU countries way of doing 
business or best practice?   
 
You have to remember that Latvia before the war was exporting more bacon and butter to England 
than any other country in the world and Riga was bigger than Stockholm. Denmark for instance was 
a very small supplier. Latvia had a higher literacy rate than Denmark, so these are people that 
traditionally have been very familiar to export and maritime trading doing business abroad. They 
have it in their blood. They have just taken a step out of this life for 50 years, because they were 
forced to do it. In the Soviet Union, the best managed republic was Latvia. There were people from 
Takoma or somewhere on the Westcoast that wrote a book about Latvia, and Latvia and the Soviet 
Union as a whole. Here it was proved that Latvians were the best republic in regards to trade, 
because they have had the best trading traditions. It is not the West teaching Latvia, it is just Latvia 
regaining its confidence. Give it another 5 or 10 years and Latvia will have bypassed or surpassed the 
EU average in living standards. In 2003 Latvia was the poorest country in Europe, and it has already 
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bypassed Lithuania and Poland and is on its way to do the same with Estonia and Slovakia. So the 
progress of these countries as a whole is nothing less than miraculous. This has nothing to do with 
the politicians or anything they have decided. The progress has happened in spite of the ineptitude of 
the politicians. The Countries are still prospering and will continue to do so.  
 
One of the reasons why we got interested in writing about the Baltic States and the Baltic Sea Region as such is partly 
because of what you are saying. The Baltic States and the Baltic Sea Region are becoming, what even President Barroso 
have said becoming a beacon for Europe. This is why we have followed and find the development in the region very 
interesting. But, has your company joined any partnerships or alliances in the region?  
 
Not yet. Nevertheless, we know that when the time goes by and the market is consolidating and 
increases in size nobody can stand still. Everyone has to go with the flow and it is the same with 
Sealine and Samskif and the other maritime firm like Seawheel has all merged to one to become a 
meaner fighting machine. So soon we will have to join and regroup or corporate or invest in others 
or let someone invest in us in order to give us a possibility to move forward in the future. It is 
inevitable.  
 
So this step is a step towards internationalisation? 
 
Yes, definitely, it is a step towards more international orientation. We already got our own offices in 
Sweden, Poland, Latvia, Lithuania, Holland, Germany and UK, and new ones are to come in Italy, 
Ireland and France.  
 
You want to become big within Europe?  
 
Yes, inside the borders of Europe.  
 
What do you think are the major challenges for the Baltic States Maritime Transport Sector in relation to the Internal 
Market?  
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It is definitely to have a level playing field, which is of vast importance, and the retaining of the right 
labour force in the Baltic States. The migration is very peculiar. There are more Polish in England 
than there are in Warsaw. Lithuania is experiencing the migration problem the most.  
 
So as I think you say, it is that you say that the challenges are to keep the well educated people in the countries?  
 
Yes, that’s right. I think that 50 years of communism has done harm to the psychology of the Baltic 
peoples. I think it will take a couple of generations before the peoples in the Baltic States and Poland 
realise that their countries are beautiful with a beautiful future. It is a bit like a child getting its 
freedom, it doesn’t know what is missing, but eventually they are complacent and happy again. 
People of 40 – 50 years of age are not immigrating, it is the younger ones, who expect that 
everything is better in the West, but they have everything in their native countries with freedom. 
They think everything is bad in Lithuania and then they go to the UK e.g. and find out that it wasn’t. 
Then they go back without saying UK was worse and they were forced to become prostitutes or 
working long hours in fields for nothing or been swindled, because they are proud. Eventually they 
will all wake up and go home, because as the Baltic States and Poland prosper they want to come 
home. In the maritime transport sector we just need to make sure that we develop short sea shipping 
and more, so we can become the Benelux of the East. There is no reason for not doing the same for 
Russia or Belarus as Benelux has done for Germany and France.  
 
My final question will be. Would you say that the process of liberalisation the maritime transport sector has been a 
success so far?  
 
Any liberalisation is of value, so it would say yes. But that is because I am a fractured child. I have 
been in England for a while now and my values have been influenced from here.  
 
It is my impression that talking about integration and the maritime transport sector has been one internal market, 
which has some challenges, but overall it is going in the right direction.  
 
Definitely  
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Then we just need to balance the different ways of transporting.  
 
Yes.  
 
Thank you very much for your time Mr. Dale.  
 
No problem  
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Annex IB: Interview with Mr. Dahchenko 
 
Transcription of the interview with Mr. Sergey Dahchenko 
Operating Vessel Director  
Sea Trade Service, Estonia  
 
What is your evaluation of the Baltic States maritime sector after the accession in the EU? Has there been a 
significant change of the maritime transport sector in the three countries after the accession? 
 
No, generally I can not see any big differences since the accession. Maritime business is maritime 
business. I really do not se any big difference, except that the main cargo taker now is the EU. 
 
So you can not see that the accession have provided any new opportunities for companies? 
 
It has not giving us any new opportunities, but a lot of problems. It has resulted in at lot of new 
environment requirements, special requirement for the quality of the bunkers to be used, and 
requirements for the navigations system and so on. There are many regulations, which ship owners 
should follow. Therefore the companies need now to employ special people who will follow these 
special instructions, which are not really influencing the safety of navigation itself. 
 
So, do you think it has become more difficult to run a maritime transport company? 
 
Yes, I think it has.     
 
Do you think that there is a harmonisation going on, with the purpose that the different sector in the EU member 
states should become more alike?  
 
It is very difficult to say, because we are not involved in other sectors of transportation. However, I 
would like that other sectors more or less would be structured like the maritime transport sector. 
Thus, I suppose that the regulations between companies and the responsibility of companies in 
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maritime transport are much more strictly followed than in road transport and sometimes even in 
railway transport. 
 
As you are represent a company from one of the Baltic States, you are off coursee operating trough the Baltic Sea. Do 
you think the accession in the EU have made a greater awareness - have you become more aware - on how you see you 
self on a regional market, which is the Baltic Sea, or are you more operating on the global market? 
 
Can you please repeat the question? 
 
Are you seeing your market opportunities being in the Baltic Sea area or are you seeing you market more as a global 
market where you compete with all shipping companies trough out the world? 
 
In the moment our fleet is manly in the Mediterranean and the Black Sea, because at the present 
moment the fright rates are simply more attractive there. In the Baltic Sea the fright rate are relative 
low, even though the market is quite calm. It is sort of said more comfortable to be in the Baltic Sea, 
but it is not as profitable.    
 
Is the way that you are doing businesses today similar to other companies, which are operating in the Baltic States? 
 
Yes, I suppose so.  
  
Do you see that the companies are kind of imitating each other in how they are structured and how they are providing 
service? 
 
No, not exactly imitating, but we all have more or less the same trade flows, which we should obey. 
Therefore everybody works more or less similar. However, the structure of the companies is 
absolutely different. Even two different companies, doing the same work, may have absolutely 
different structures inside the companies and there is also a different division of labour inside the 
companies.   
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What kind of employees are you recruiting for management positions in your organisation? Do they have  special 
educations or another special background? 
 
We are demanding both special education and special background.  
 
What kind of background are you looking for? 
 
It depends on the position the candidate is going to be hired for. If we are talking about operation in 
direct connecting with the fleet, the person should have maritime education and differently need to 
have onboard working experience. This requirement are not so important if we are talking about the 
accounting department.      
 
Since you have been operating since the start of the 1990th, have the kind of people you are recruiting changed towards 
getting more involved in the EU internal Market? You were earlier talking about people with knowledge about the 
environment and so on. 
 
Because our company is not that big, we are not. At the present moment, we have only employed 
about 40 people. Probably bigger companies have the possibility to look for people with these skills.  
 
Has your company joined any partnerships or cooperations with other companies or partners in the region? 
 
We have a permanent contract with terminals, in which we are operating. If these partnerships can 
be called partnership, we have joined new partnerships. However, we are not sharing our shares 
between companies.  
 
Do you distinctive between the market in BSR, the Internal Market of the EU, and the global market? Do you see 
any difference in the market? Is your company looking at the market in different ways? 
 
Yes we do. For instance, take the Southern Europe - the Mediterranean and the Black Sea Region. 
Here trade can be more interesting in this present moment than in Europe. European trade is not 
that profitable. When you are operation in the Black or Mediterranean Sea, you are exposed to 
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various risks, e.g. because you are calling on Arabian countries. It is not so convenient and easy to 
trade, because you need to be aware of a lot of things. If you compare the market to Europe it is not 
as convenient, but you get a better price for the risk.  
 
Do you think the sector has come more or less under pressure from outside competition since the accession?  
 
No I do not think so. Even though the European market is opened to vessels from all the member 
states, we just see it as a bigger market. Transportation never belongs to one territory, and that is 
especially the case for maritime transportation. If the fright rates in Baltic Sea are low, but the rates 
in the Black Sea and Mediterranean are better, we will move our vessels there. Then there are a 
consequence of the low rate at one point will be a lack of ships in the Baltic Sea, the rate will go up, 
and then I will move my vessels back.  
We are never depending on the local territorial market. We are off course depending on the market 
situation, but not the territorial one. We are mainly influenced by the global market and the situation 
in the global maritime sector.        
 
What are the main challenges of further integration of the Baltic States into the EU internal market? 
 
I do not think that we can talk about special integration of the maritime sector. Maritime transport is 
about connecting regions.  
In addition, I can not imagine that we will see a specialisation, e.g. that Danish companies specialise 
in one type of freight and Estonia in another. I will not expect such kind of specialisation inside the 
European Community. I only see a unification of rules, concepts and so on.  This is a consequence 
of the globalisation.          
 
How do you perceived the future for your company and the market in general in the maritime transport sector? Is it 
becoming more difficult, is this a positive development or is it a growing market? 
 
The market right now is going down. But it is a seasonal thing. Every spring and summer the market 
is going down, as well as it every autumn and winter is going up. In general, we are holding our 
company up going, but there is no easy money.   
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Annex IC: Interview with Mr. Harnack  
 
Transcription of the interview with Mr. Niels Harnack 
Director  
Team Lines, Germany  
 
Mr. Harnack got the questionnaire in advance and had prepared answers, why the structure from 
previous interview was restructured.  
 
Some of the questions can be grouped I think and if you talk about the EU expansion and the Baltic 
States then yes, this has off course brought increased volumes and we (Teamlines eds.) can naturally 
see that. We have to separate here between the feeder markets, because there are mainly two 
different cargo flows in the Baltic Sea Region. One is the opposite cargo going in and out of the 
Baltic Sea of worldwide origins and destinations, and then there is the Inter-European cargo flow, 
the so-called short sea cargo, which also is moving in the Baltic Sea to a large extent and that is also 
increasing, because people want to get merchandise from the world to avoid congestions on the sea 
and so on.  
 
In relation to the EU expansion, first of all in my line of work, it is inter-European cargo and exports 
out of the EU. If you look at the trading patterns, then the inter-European countries to the Baltic 
States are by far larger than any outside country. This just underlines that whatever happens in the 
EU context, it will have great value to the Baltic States. This also reflects our company’s carriers, 
which also carries short sea cargo, and this has increased drastically. This means that there are new 
opportunities to not only our company, but to the whole transport sector that are connected to the 
Baltic States. 
 
Do you think this tendency has anything to do with the liberalisation of the maritime transport sector? Or would you 
say that this has been caused by the Internal Market in general causing more trade within the EU, which again affects 
the maritime transport sector?  
 
  14
The latter one, the creation of the Internal Market, there are an emerging market between the 
countries, which is the main reason. When you think about the structure of the maritime transport 
sector is has not really changed that much. Previously, there was one, or one and a half, national 
shipping company in each of the Baltic States and they did not play a role before and they do not 
now. Therefore I can’t really see any major changes. I do not think there has been anyone. But if you 
take the ferries there have definitely been changes with more routes and more frequent departures. 
Here it is definitely true that there have been changes. And then again if you take the transport sector 
as a whole, unfortunately because it is though competition, there are more truckers active in and out 
the Baltic States, this is correct. I thought that due the EU expansion, there would have been more 
regulation in relation to hardware, but so far the expansion has not had the effect I thought it would 
have. I thought that there would be less activities, but that is not the case, there is actually more 
activities.  
 
It sounds like you are surprised that not more transport has been transferred to the maritime transport sector, but 
actually has been in the roads in stead?   
 
Actually the increase has been substantial, so you see more transport transferred from the roads to 
the Sea, however, what I am trying to say is that the competition is more though than I thought it 
would be. This is because, basically, that the trucks are going one way and then returns only for the 
prize of the fuel, which is impossible to beat in decent sea transportation. So the prize competition is 
very though mainly due to low class Eastern based trucking companies.  
 
Is this an uneven competition?  
 
Yes, you can say that.  
 
Has the accession made it easier or more difficult to do business in the maritime transport sector?  
 
The market is going fast and is certainly becoming much bigger and more competitive, which could 
be illustrated by the short sea promotion centres, I do not know whether you are familiar to that 
expression, but these a partly state owned or a kind of public private partnership organisations, 
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which are in almost every country. There is one in Denmark, one here (in Germany eds.), in Sweden, 
the Benelux, France, UK and also in the Baltic States there are initiatives to establish one. That is an 
institution that has maritime transport as its target. They are explicitly responsible to reduce road 
haulage and increasing maritime transport within EU. These so-called promotion centres are also 
cooperating internally in the EU and have caused an increased information flow, because we know 
much more now, and are profiting from it, compared to what we knew one and a half – two years 
ago.  
 
Are these centres causing increasing short sea shipping within the EU?  
 
Definitely, it will increase the traffic – I am pretty sure of that.  
 
One of my presumptions was that you could create an internal market in the Baltic Sea  Would you say that there is a 
lot of in sea traffic going out of the Baltic Sea, maybe even more than internally in the Baltic Sea? 
 
I do not have the exact figures, but I am pretty sure that the trading patterns of the Baltic States, and 
you could perhaps even include Russia and Poland – maybe also parts of Scandinavia - definitely 
show that more than 50 % of the export and import is internal in the EU. Therefore it has simply 
more weight because of that. Naturally China or another state influences the import export volume 
into Russia for instance. That is a reason for an increase in the shoe volume into Russia. By the way 
it adds to the unbalance, we as a transport company faces, but it is the same for any transport 
company. But again, there is more internal trading than external trading, definitely.  
 
You talk about doing business here. Would you say that there has been a professionalisation in the maritime transport 
companies yourself included off course?  
 
Yes, we have more competition now, when only restrict ourselves to container transport. Yes then 
there is certainly more competition than there was two years ago. I would not say it has become 
more professional, but just wilder, because of some of there competitors that emerged, which have 
caused that some have passed away, while some have survived. I am not saying that Teamlines is one 
of the biggest, maybe we are professional. What I have seen is that newcomers enter the markets 
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rather unstructured with prize rates, which we can not follow. But again, it is always like this when 
you are doing business and someone wants to enter the market. Newcomers will focus on 
performance in order to become attractive and off course focus on prizes. 
 
 
 
 
Prizes mean a lot it this business? 
 
It does definitely mean a lot in this business. Especially the prize is important in the small companies, 
because there is competition between the shipping companies, when you talk about internal EU 
container transportation, they compete a lot. So they have to be competitive among the shipping 
companies and in relation to the trucking companies. First of all the transport has to get of the roads 
and it must be onboard a ship, and not your competitor’s ship. There are two steps so to speak.  
 
Are these new companies you are talking about imitating the way you as a larger company is doing things?  
 
Yes you could say imitating, they are just doing things the ways the established companies do things 
and then try to outsmart us a little bit.  
 
Where are these companies located? 
 
Both in the Baltic States and there are some from Finland, Russia and I think there are a couple in 
Norway.  
 
Ok, I thank you very much for your time Mr. Harnack  
 
No problem.  
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Annex ID: Interview with Ms. Malceva and Mr. Rimsha 
 
Transcription of the interview with Ms. Malceva and Mr. Rimsha 
General Manager and Product Delivery Manager 
Mearsk Latvija SIA, Mearsk Line 
 
What is your evaluation of the Baltic States maritime sector after the accession in the EU? 
 
More active development of local transportation volumes due to increasing production and 
consumption levels. On transit, the sector has gained more stability due to EU interests having more 
weight when dealing on cross-border items with Russia. 
 
Has the accession provided any new opportunities for companies/your company? 
 
Increased transportation volumes, production sector development, investment and general rapid 
economical growth have contributed to new business opportunities. 
 
Have there been any changes in the structure of the maritime transport sector in the Baltic States? Has the sector been 
restructured according to the traditions within the states or has the process been on copying how the sector is structured 
in other countries? 
 
No significant changes in the maritime transport sector experienced. The factors influencing the 
industry, like local Customs legislation in Lithuania, have seen some attempts in taking over 
experience from other EU countries, however with shared success due to local specific situation. 
 
Is the structure becoming more alike the sectors in the old EU member states in the Baltic Sea Region or in the whole 
of the EU?  
 
The structure tends to become more like in the old EU states, with more progress on technologies 
and modern approach, rather than simply taking over the long established conservative practices.   
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What do you think has driven the harmonisation towards the adaptation of the maritime transport internal market 
been based on? Who do you think has been the main initiator in the process of restructuring and liberalising? 
 
Both local governments in coordination with business interests, as well as to a large extent the 
business and political interests from the old EU countries, greatly using both direct and forum-like 
approaches (example – BDF). 
 
Have the accession initiated a greater awareness of the regional market or has the accession to a greater extent been 
used as a step stone to the global market?  
 
Both 
 
Do you think the sector has come more or less under pressure from outside competition since the accession? What are 
the consequences of this?  
 
In maritime transportation the global trends outweigh the internal EU developments. Short sea 
initiatives and support practices have not reached the level of significant impact.  
 
Which actors do you here think has influenced the most (nation-states, management)?  
 
 Regulators and management. 
 
Has there since the accession been an increase in how you identify common problems and challenges in the region? 
 
Yes. 
 
Have you experienced that others have imitated the way you do business?  Have any of the initiatives taken regarding 
the accession been imitated by other actors? E.g. have there been spill-over effects from one country to another regarding 
the maritime sector? 
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Global trends prevail and Maersk is setting the standards on the global scale, therefore others 
frequently follow the trends but such tendencies can not be directly attributed to the accession.    
 
 
Has there been a change in the character of the companies in the sector (e.g. specialization in specific transport services) 
since the accession? Has the accession changes the company strategies and organisations patterns (e.g. in linier, bulk, 
short sea and cabotage shipping)?    
 
Not directly experienced such trends. 
 
Do you distinctive between your market in the BSR, the Internal Market of the EU, and the global market? 
How to perceive the sector in relation to a Baltic Sea Regional context? – is the sector oriented towards the global 
perspectives only? 
 
For our company in the Baltics there is much higher emphasis on global perspectives, so far there 
has been little concentration on short sea/regional flows. 
 
Has the accession changed the perception of “best practice” on to do business and company governance? 
 
Yes, the business sector has seen the tendencies of adopting higher standard practices than before.  
 
What kind of employees are you recruiting for management positions in your organisation? And have your recruitment 
procedures changes since the accession of the EU/Internal Market? Since the accession has been a demand for a new 
mangers with a different educational background?  
 
Recruitment procedures have not changed. There have been experienced more difficulties in finding 
good employees due to fierce competition within the industry as well as from other sectors, due to 
rapid business development. 
 
Is it easier for the maritime transport companies to do business after the accession in the EU? 
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Yes. 
 
Has your company joint any partnerships or cooperation with other companies/ partners in the region? Have there been 
any transnational cooperation whit companies from the other Baltic States, other Baltic Sea states or other EU member 
states? Establishing networks, alliances and conferences? 
 
No, no cooperation or mergers on EU or regional level. Again global trends prevail in containerised 
maritime sector. Last year, A.P.Moller-Maersk has acquired the container business of Royal P&O 
Neddloyd company on the global scale. 
 
What are the main challenges of further integration of the Baltic States into the EU internal market (maritime 
transport market)? 
 
Streamlining the procedures with the EU and abolishing local legislation and procedural obstacles for 
the operations and Infrastructure development. 
 
Would you perceive the process of restructuring and liberalising the maritime transport sector a success?  
 
Yes so far, with a few challenges still ahead. 
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Annex IE: Interview with Mr. Ojala 
 
Transcription of the interview with Mr. Lauri Ojala 
Professor at Turku School of Economics and Business Administration, Department of 
Marketing and Logistics, University of Turku  
 
What is your evaluation of the Baltic States maritime transport sector after the accession of the EU? 
 
We are talking about maritime safety? 
 
No the sector in general. 
 
Ok. And in your case this includes ports and shipping? 
 
Primarily the shipping aspect but ports as well. 
 
Based on my understanding the improvements already before the accession have started to take place 
caused by the authorities, mainly the ministries of transport in Latvia and Lithuania, where the 
situation has been rather problematic in the early years of this decade, managed to improve their 
guidance and control activities as to the ship owners and the quality of ship of the black list, which 
included quite a large number of Latvians internships and some Lithuanians. This is something you 
maybe already are well aware of.  
 
Yes a have read it in the report you have helped editing and writing. Have you experienced that any specific change in 
the organisation of the maritime transport after the accession? 
 
You mean the organisation of the authorities dealing with maritime transport? 
 
Yes and the companies as well 
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I do not have at detailed recollection of all the changes in the actual shipping companies and 
ownership other than those we have stated in the report. Generally speaking the FDI in the shipping 
lines in, also Latvia and Lithuania, but even more in the foreign involvement in shipping activities in 
Estonia. Estonia has already been on a mush better level, when it comes to the government and 
bodies and the quality of shipping so to say than the two other countries. I think it gradually has 
been moved to “a business as usual” activity than it was five or six years ago – on the business side. I 
think the authorities (now I am talking about partly the Ministries of transport and their and their 
respective units dealing with maritime transport and partly of the maritime administrations) they 
have also understood that have to tighten up their stands against sub-standard vessels for example. 
There are the (STCWQ unclear passage) standards of training, queuing and watch keeping of ships 
and also the port state control activities. It is my impression that in Latvia and Lithuania they have 
also increased number inspectors dealing with these issues. The specific numbers I do not have. This 
is regarding Latvia and Lithuania because Estonia has been on a quite good footing already. For the 
last 5-6 years. In Estonia the situation has been that as part of reorganisation of the ministry of 
transport, some 3-4 years ago, the maritime affairs were merged with the ministry of economic 
affairs. So they now have on a ministerial level have ministry of economic and communication affairs 
which is a rather strong ministry. The transport side of that ministry is the weaker link so to say. The 
maritime issues are now jointly administrated with the maritime and aviation unit.  
 
 But why do you think this restructuring has occurred? Primarily because of the accession I presume but is it stemming 
from inside the country or is it the EU that has forced the restructuring? 
 
I am not quite sure of what has been the decisive factor. I would say that it has mostly been 
motivated by internal affairs within Estonia. They have wanted to make a stronger ministry, 
something in the line with “Näringsdepartementet” in Sweden. To my understanding this merging of 
the two ministries in Estonia has not necessarily been a good thing for the transport sector because 
the transport issues and their governance now receive much less attention the minister. There is a 
sort of a practical problem with many of the European Union wide ministerial councils meetings and 
corridor meetings should require much better attention from the minister. But now the minister has 
to attend a much wider area of issues. They have had some capacity so to say.  
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The number of people with maritime competence in the ministries in Estonia, Latvia and Lithuania 
is rather limited. It is still the case.  
 
When you just said “business as usual”, do you think the sector- the companies and their organisation – has been 
influenced of the liberalisation according to the Internal Market or is it just because the sector as such thought that it 
would be better to do something else than they usually did?  
 
Well, I think it is rather difficult to say that EU membership as such, as an institutional change, 
would have been the main cause. I think there has been a lot of business pressure and economic 
reasons for the shipping companies to change the way they operate. And here again Estonia is 
having a totally different type of fleet structure than Latvia and Lithuania. Back in the Soviet times 
Latvia for example was a very big shipping nation, but the national fleet of Latvia was rather small in 
the early 2000. In Estonia they had mostly fishing vessels and small bulk ships, but what has been a 
rather successful line of business has later been the passenger shipping activities and also to some 
extend Ro-Ro shipping even though it is of the smaller ones. Nowadays the Estonian maritime 
sector is clearly defined by shipping activities with passenger ships and passenger ferries under the 
brand name Tallink. So their maritime interest is clearly in the passenger business and they have done 
a very good result in this Tallink companies. When it comes to all the three Baltic States they are all 
important trans – shipment countries or trans-transport countries for mostly oil and oil products 
from Russia and also some other dry bulk products. But the direct shipping interest of Estonia, 
Latvia and Lithuania has remained rather small in those trans activities.  
 
I do not hope I am interpreting too much, but as I hear you say, the harmonisation process towards the Internal 
Market has been driven by business? Has it been business or government that has initiated the restructuring process of 
the maritime transport sector? 
 
I think both have contributed to this restructuring, but if you had to choose one of those, I would 
perhaps chose business. The business driven development has perhaps been the key driving force 
rather than the authorities shaping up, so to say.  
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Do you think the accession has initiated a greater awareness of the regional market, in a Baltic Sea context, or has the 
accession to a greater extent been used as a steping stone towards the global market? 
 
If you take a look at the global shipping market or the maritime transport market none of these 
countries have in the past 15 years been active in the global shipping market and even to day they are 
only to a very limited scope been such. There were some attempts to do this earlier that they would 
offer some flex of convenience for external (mainly western) countries shipping companies. But that 
was mainly in 1999. Nowadays this is not a lucrative for the three countries to buy country of registry 
for cargo ships. It might be a bit different for ships in the Baltic Sea market but even there the 
current changes in the Swedish subsidy program as well as the Danish international ship register and 
the Norwegian ship register (that has been there for more than 15 years now) can offer quite similar 
benefits, so these countries [Baltic States red.] are not strong candidates for country of registry. 
 
So do you think the sector has become more or less under pressure from outside competition since the accession?  
 
I think you should say that. Also the limits of how big shipping activities these countries can have. 
They have become much more visible and clearer. As I said; there are plenty of other alternatives in 
the world for shipping companies wanting to register their ships or prepare their fleet than in these 
countries. Within these countries they have had rather small fleets to start with so now we are 
probably seeing the true market structure and the true extents to which the shipping activities goes 
have been outlined. The only notable exception is this Tallink group/company in Estonia that has 
made a profit over a number of years and is currently one of the contestants and submitted a bid for 
the Finnish based shipping line Silja Line, which is owned by a big US based consortia. So, Tallink 
could have a potential to become a rather big player in the Baltic Sea. It is already a big player, it just 
recently bought the business activities of a Greek based shipping company Artica Group. which is 
operating under the brand name “super fast ferries”. They have some activities from Hamburg to 
Rostov in Germany and some others. So, there are some 3-4 big and very fast Ro-Ro ships in traffic, 
which the Tallink group has now acquired. The business they have acquired is not necessarily the 
ships.  
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Do you think the accession has influenced a sort of identification of common problems and challenges in the region in 
the sector; that you join up, share your views and common values and problems so to speak, to handle the pressure from 
outside and the internal pressure? 
 
It is difficult to say that it has been a conscious strategic move or choice by the countries to move 
towards this direction because so many things happened in a very short period of time in the past 
four - five years; preparation of the accession on the public sector side, some reorganisation of the 
authorities both of the maritime administrations and the ministries, and to some extent strengthening 
of administrative capacity of maritime administration. I do not think that there was a clear or 
conscious picture three or four years ago in these countries of where all this would lead because 
these countries have been small players and they have little influence in how the business pressure 
was developed. It was more a question of how to adapt to the changing situation. Again with the 
exception Tallink that has had financial possibilities to have a general business strategy of its own 
and it has pursued this business strategy.  
 
Do you think any of the initiatives taken both from the governmental side and from business side according to the 
accession has been imitated by others. For instance have there been spill-over effects from one country to another 
regarding the restructuring of the maritime transport sector? 
 
It is a bit difficult to say that this would have happened because they have pursued policies stemming 
from national bureaucracy and national standards. Just a few illustration is that in Lithuania the 
Ministry of Transport is located in Vilnius, which is about 300 km inland from the nationally very 
strong maritime centre called Klaipeda were both the port and the shipping cluster is very strong and 
locally rather influential. So, in Lithuania the situation is that the maritime competence within the 
ministry is relatively limited versus this business cluster they have in Klaipeda. In Riga the situation is 
such that Riga is the capital and they have also the mayor shipping activity concentrated in the Riga 
port area. While the ´free port of Riga Authority’ as it is called, is formally under the ministry of 
transport jurisdiction but it is acting rather independently, but has not always been willing to accept 
advice from the ministry and there have been a lot of political tension between the ministry and the 
port. The port is legally under ministry governance but has traditionally worked rather independently. 
Then again the government in Latvia has not had big stakes in shipping companies for some time 
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and again in Estonia, there has not been a national fleet as there has not been in the other two 
countries and the shipping group, Tallink Group, has during the past ten years or so successively 
grown and has made a very business way development with little connection (at least now a days) to 
government.  
 
So you can not say it has become easier for the companies in the maritime transport sector to do business after the 
accession EU. You can not generalise like that? 
 
You can say that, yes.  
 
Do you think the accession has changed the perception of best practice in order to do business or good governance 
regarding the maritime transport sector? Have they been influenced by the other EU countries in how to do things or 
have they funded new solutions for them selves? 
 
Let us put it like this; the three countries (and by that also Poland and some of the other accession 
countries) have in a short period of time had to adjust to a very strong re-regulation of the maritime 
sector. Before the accession and especially during the 1990ies they had a rather laissez faire type of 
standards towards maritime policy. Simultaneously after the EU membership it has forced them to 
enforce the legislation e.g. maritime safety, ship standards, port safety. They have also witnessed the 
very rapid introduction of ISPS type of shipment port safety – the directives – and to some extent 
container safety initiatives. They have had to comply and work towards enforcing a lot of new 
regulations in the maritime area. To some extent they have managed relatively well given the short 
period of time and their starting point compared to countries like e.g. Denmark, Sweden and 
Finland. So, some of these change, I mentioned this ISPS, is not European policy it is of 
international maritime organisations as the IMO which was imposed after the 9.11 incidence. So, 
there are also non EU related developments effecting the maritime sector quite a lot. 
 
Do you think there has been a so to speak professionalisation of the maritime transport sector, both in the governmental 
agencies and in the business sector according to handle the pressure and new challenges? 
 
Yes you could definitely say that.  
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In both cases? Just to make sure that I understand you right? Both in the governmental area and in the sector as such? 
 
Yes you can say that. Even though the nice word for it is the administrative capacity is still rather 
limited in the ministries and in the maritime administrations because of the people working there 
with the right kind expertise and exposition to this international development is still rather limited 
but there have been a clear development of the skills.  
 
What do you think are the main challenges to further integration of the Baltic States into the EU Internal Market in 
the maritime transport sector? What do you see as the main hurdles to overcome? 
 
I think at least the countries themselves would like to see better infrastructure in the ports and the 
links to ports and maritime transport. Also there is an urge to increase container shipping transports 
and these types of interest, partly to serve these countries imports and exports better, but also to be 
able to offer better transit routes for the big Russian market. It is this kind of anticipation they would 
like – more value added shipping than they are currently doing. But then again, there are a lot of new 
initiatives or already started initiatives like “Save Sea Net” and some related to this AIS (Automatic 
Identification System) system, to make it fully operational. They need some further investment to put 
them fully in place.  
 
So, would you perceive the restructuring and liberalisation of the maritime transport sector as a success so far? 
 
I would rather put like this, that they have adjusted this new situation rather well. One of the clear 
capacity restrains to develop the maritime transport sector is the access to the people with the 
maritime training mainly officers and merchants. Areas where Latvia traditionally have had strong 
education system. But there is also the current situation in the job market out in the world, where 
there is a relatively good demand for experienced seafarers from Estonia, Latvia and Lithuania. 
Especially when these also can manage the Russian language. So they also find a relatively good job 
market outside their home countries. And that might be at least a short term problem as the best 
seafarers go abroad where the wages are much higher. This is a short term bottleneck.          
  28
- ANNEX I - 
 1
Annex II 
 
Annex IIA: Speech by Minister Striaukas 
 
Statements of the Lihiania Ministers of Transport Mr. Striaukas  
Riga Seminar, 16 November 2000 
 
I would like to thank the organizers for the opportunity to address you today. I will give you a 
short overview of the current situation in the transport sector in Lithuania. Transport sector plays 
an important role in the national economy. Its contribution to the structure of GDP amounts to 
8%, and it employs 5% of all working population. Lithuania emphasizes the coherent 
development of transport infrastructure, technology, and transportation services in all modes of 
transport. Our country remains committed to the priority of integrating its transport system into 
the Pan- European transport network in compliance with the recommendations adopted in the 
Helsinki Conference. 
 
The transport corridors and other main infrastructure elements are considered as having the Pan-
European importance. Thus new possibilities emerged to get longterm credits from the World 
Bank, EIB, EBRD and other IFIs to implement our transport infrastructure projects. Current 
projects employing both external and Lithuanian funding amount to 190 million euros loans 
from IFIs. These are supported by almost 8 million euros in grants from the EC PHARE 
Program. At present the investment priorities (about 2/3 of all transport infrastructure 
investment) are given to reconstruction and modernization of objects within the TINA concept. 
The total annual investments into the infrastructure equal to over 100 million euros of which 
about 55% to roads, and 23% to railways. In terms of the current progress achieved in the sphere 
of reconstruction of the Lithuanian transport infrastructure the following information might be 
presented: in the course of the year 1999 and the first half of the current year, 206 million euros 
were invested by utilizing the credits of international financial institutions, the external support 
funds, as well as by using Lithuanian resources. The investments in euros were allotted as follows: 
road transport - 128 million, railways - 40 million, infrastructure of the maritime transport - 29 
million., and international airports – 9 million. 
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A great share of investments into the road sector (over 60 %) may be explained by the fact that in 
1999 the “Highway” investment project was completed. According to this project 4 bypasses 
were built, main roads in East-West direction were reconstructed, modern traffic safety measures 
introduced. Furthermore, a Five-year investment program of the Via-Baltica project will be 
successfully completed this year. It will substantially improve traffic conditions in the above 
highway. 
Today we can assure that implementation of measures for the development of TINA network 
would enable to reach gradual technical compatibility of the Lithuanian transport infrastructure 
with the Trans-European Network, taking into account vital importance of this process for 
Lithuania’s integration into the European Union. Unfortunately, the present financial possibilities 
of the State do not allow increasing the finance of investment projects significantly, aiming at the 
implementation of all the measures foreseen until 2015. Worth to emphasize, that development 
of corridors and other crucial transport links is not just an improvement of infrastructure. 
Ensurance of the required institutional framework for operations is of no less importance, in 
order to eliminate all obstacles for the free movement of goods and people. Reliability of transit 
transport system is facilitated by further implementation of strategic plans on restructuring of 
transport undertakings, liberalization of markets as well as by enforcement of measures on traffic 
safety and environmental protection. In connection with the Lithuania’s accession to the EU, 
significant attention was directed towards the implementation of the Transport Acquis. At present 
Accession Partnership priorities are given to adoption of legal acts in the spheres of access to 
market, regulation of social conditions, harmonization of fiscal policy, traffic safety and 
transportation of dangerous goods. Currently about 70% of all legal acts of the European Union 
in the sphere of transport have been transferred to the national law. An important priority of the 
Lithuanian transport sector activities is strengthening of the positions of the foreign trade 
mediator between the West and East. In conclusion I would like to add that our efforts to sustain 
the continuous development of integrated and competitive transport system demonstrate our 
commitment to make a real contribution to the European Integration. I hope this seminar will 
also advance the development of our relations in generating constructive ideas leading to further 
restructuring of transport sectors in the Baltic States. 
 
Thank You. 
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Annex IIB: Speech by Minister Balcytis 
 
Statements of the Lituania Ministers of Transport Mr. Balcytis 
Vilnius Seminar, 3-4 February 3-4, 2005 
 
Honourable Ministers, Dear Guests, and Collegues, Transport in the enlarged European Union 
has acquired even more global and important role in the common market. Recent years were the 
years of great changes for our countries. We have been preparing ourselves for membership in 
the European Union. Therefore today I would like to review the achieved results of our efforts, 
to see the perspectives and to identify some difficulties. The new situation forced us to change 
the attitude, to reconsider our policy priorities, to make harder solutions. Large Logistic nodes, 
seen in other countries, previously seemed to us a long-term perspective for freight forwarders, at 
present is becoming a reality, even a necessity, with the view of efficient management of freight 
flows and regional freight distribution. Today, in Lithuania, we speak already of establishment of 
the whole range of public logistic centres. Speaking of multimodal transport one could recall that 
not long ago it seamed quite an unknown transport mode. However, at present, it becomes more 
and more popular. Now multimodal transport more often replaces one transport mode by several 
other ones. For example, the combined freight transportation train ‘Viking’ travelling in the 
Transport Corridor IX by the route from Klaip da to Odesa/Iljichovsk has already gained its 
force – the amounts of carried freight grow significantly and steadily. Container transport is 
developing successfully as well. The growth of container freight last year reached more than 47%. 
European gauge railway line Rail Baltica not long ago seamed to be an unrealisable idea, so 
presently this project has assumed a concrete aspect – it has been included into the list of TEN-T 
priority projects. And it is becoming a realistic and possible alternative way for carriers especially 
now, when European countries one by one introduce the road charges. If several years ago the 
physical infrastructure development was considered the most important priority, now we look 
upon it as a permanent and successive process of the transport system. Now we witness 
emerging other important priorities, such as road traffic safety and security. Also the railway 
transport should be mentioned. For long years it was a rock-like stronghold, a separate state 
within the state. Today we have a transparent railway undertaking with separated passenger and 
freight transportation activities. And there are created conditions for establishment of new 
carriers able to work in this market. 5 The statement was made in the Seminar by Mr. Alminas 
Ma iulis, State Secretary of the Lithuanian MoTC. EU membership is bound with challenges 
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emerging for State institutions as well as private companies. It brings us new achievements and 
success. Now I would like to review the main challenges of the membership in the European 
Union. Our main challenge is the ability to work in the single EU market, to be competitive and 
work without any advance guarantees or privileges. The market itself indicated our strong and 
weak points, redistributed flows, indicated empty niches for services and urged the establishment 
of new quality service. EU membership has opened new perspectives for road carriers enabling 
them to operate in a free international freight transport market. They were given a possibility of 
free crossing 
the borders of the European Union and to reduce the time of delivery significantly. After 
liberalisation of the civil aviation the competitiveness in Lithuanian market of air services has 
increased. In the single EU market the activities were started and successfully developed by 
Lithuanian air companies, also foreign carriers have successfully found their position in Lithuania. 
The Lithuanian Airlines has also adjusted to the new requirements of market and competition. 
The company has extended the geography of routes and increased the number of flights. Due to 
the intensified competition the travelling by air transport became more attractive and more 
accessible. The opportunities of free movement that opened to the EU citizens due to the 
enlargement of the EU in a short period of time caused a new challenge for the capacities of our 
international airports. Passenger flows in all airports of Lithuania grew almost by 50% last year. 
Speaking of other transport sectors it should be mentioned that in Klaip da Seaport the simplified 
passenger traffic regime is one of the factors that preconditioned the increase of passenger 
transport by 9%. Railway infrastructure rehabilitation works enabled to increase the speed of 
passenger and freight trains. The planned renewal of passenger rolling stock will give 
opportunities to make passenger railway transport more attractive and efficient. Another 
important challenge is participation in the process of development of EU legal acts, necessity of 
protection of our interests and their coordination with the interests of 
other Member States. Also we have to ensure the control of implementation and enforcement of 
EU legislation. When Lithuania became the Member State of the European Union, the new 
requirements 
for border-crossing, transit procedures as well as new customs control system started being 
applied for neighbouring, non-EU countries. Regarding this point I would like to mention that 
Lithuania played a role of mediator between the East and the West. After joining the EU this role 
is even of more importance and value. We welcome the EU policy on good neighbourhood, we 
are taking active part in the process started by the European Commission on “Transport for 
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Wider Europe”. We feel that our experience and knowledge could be of use here. Absorption of 
EU financial support is another most demanding and important issue. The EU membership gave 
new, more powerful opportunities for transport infrastructure development by benefiting from 
the EU financial support. It requires the management of processes that evolve following the 
arrival of large amounts of money with the view of identification of the demands, appropriately 
preparation and submitting of projects, ensuring the control of implementation and human 
resources. Through the EU Funds Lithuania will receive every year by 5 times larger financial 
support than before the EU membership. 
Here I would like to mention the necessity of cooperation with the non-governmental 
organisations. In this context we have to look for active interface, to regularize and coordinate 
activities, trying to find solutions of arising problems, basing on the active dialogue and mutual 
work. This will enable us to mind the State interests regarding not only the economic aspects of 
business, but also the social, environmental and safety aspects in the transport sector. Together 
with the first achievements the first problems arise as well. There should be mentioned some 
problems that were encountered by us in the initial period of our membership in the EU. Road 
carriers were the first to meet the advantages as well as the problems of the new period. The 
inability of small size transport enterprises to implement financial and staff qualification 
requirements presented two possibilities: either for joining major companies, or resigning of the 
business. A certain part of enterprises, that could not react quickly to the changed situation and 
reform their management, were not able to withstand the flows of carriers from other countries. 
Thus the increased expenditure rates and total transportation 
costs caused bankruptcies of such enterprises. Therefore, the removal of quotas of permits had a 
double effect – free market was opened, but at the same time certain guarantees were closed. In 
principle Lithuania supports the opening of railway market, however the unique geopolitical 
position of Lithuania and the Russian transit to the Kaliningrad district should be taken into 
consideration. Full liberalisation of services in this direction may have some negative effect with 
the view of the influence of the third countries. Speaking of transit, certain other aspects should 
be mentioned, that are caused by the fact that Lithuania is situated between the two territories of 
one non-EU member state country. This fact causes the introduction of stricter measures of 
veterinary control in transportation of transit goods by rail and the increase of fees for this 
procedure. Due to these additional procedures the congestions of railway wagons in railway 
stations occur, and railway enterprises suffer losses caused by idle time. Therefore a particular 
attention should be paid to the settling of this issue. One of the problems causing the biggest 
  6
concern in Lithuania still remains the road traffic safety. Every year in Lithuania, about 6 
thousand traffic accidents with casualties are registered. There are even more road traffic 
incidents where suffer vehicles, of transport infrastructure, and environment. The damage for the 
economy is equivalent to 3% of DGP. Speaking of the reasons causing the road accidents it 
should be stressed that the statistic data of the recent years’ analysis show that the most traffic 
accidents (about 85%) in Lithuania happen due to the human behaviour factor. Having summed 
up the situation, the Ministry of Transport and Communications prepared the State Road Traffic 
Safety Programme up to 2010, in which a number of measures for improvement of the situation 
are planned. We had taken into consideration a number of the provisions of the ECMT study on 
the improvement of road safety in Lithuania. It is planned to implement various advanced 
technologies in the nearest future, whereas the traffic safety should be perfected by efficient and 
practically proved measures. One of such measures is implementation of automatic speed 
measuring devices on the main and other roads. The successful practice of the West European 
countries in reducing the rate of casualties on roads (particularly in France) gives conviction that 
in the Baltic States it would be reasonable to implement the automatic speed limitation devices. 
This would enable to develop an efficient model of speed control in the three Baltic States. 
Regarding the objective of developing an efficient speed measuring system in our three Baltic 
States I would suggest to you, Dear Colleagues, to organise a common exchange of data on 
violation of speed limitation. I think that this measure will undoubtedly help us to reduce the rate 
of casualties in the Baltic States. In conclusion I would like to mention that the first year of our 
membership in the European Union is approaching to its end. The year has brought us many 
novelties, and challenges. However I can state that the membership opened for us great 
perspectives and opportunities of active development of our transport system, so that it would 
become modern, comfortable and attractive for our people and would enable free movement of 
goods and persons in the European Union and beyond its boundaries.  
 
Thank you for attention. 
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Annex IIC: Speech by Minister Ansip 
 
Statements of the Estonia Ministers of Transport Mr. Ansip 
Vilnius Seminar, 3-4 February 3-4, 2005 
 
Dear ministers and representatives from the World Bank, European Commission and ECMT, 
other International Financial Institutions, dear ladies and gentlemen. I would like to thank the 
World Bank and the Lithuanian Ministry of Transport and Communications for arranging this 
very important seminar. Merging of ten new countries with the European Union changed the 
common economic 
space in all the Europe. It is obvious that there is no competitive economy without a well-
developed transport system. A sound transport system is one of the preconditions for successful 
development of other branches of the economy. At the same time transport services, especially 
the transits 
ones are a profitable activity for the country. The Estonian economy has grown rapidly during 
the last several years. The annual GDP growth rate has exceeded the EU average growth rate by 
4-5 percent units and at the same time the public deficits have remained modest. We have strong 
reasons to believe that this growth has solid economic basis and it is sustainable. Our economy is 
small and open and I am glad to say that Estonian Foreign Direct Investments (FDI) inflows per 
capita and the ratio of FDI to GDP are a highest among the Central and Eastern European 
Countries. Recently published ranking about The Index of Economic Freedom in 2005 scored 
Estonia on the fourth place in the World. Government is taking the steps to lower the tax burden 
for individuals and enterprises, while keeping the policy of firmly balanced budget. A special 
feature of Estonia’s tax system is the fact that profit is not taxed until it is taken out of the 
company – so the reinvested earnings are not taxed. The Baltic States have been successful in 
developing transport sector and transport infrastructure. Transport services trade is important for 
Estonia as transport and logistics (storage) sector contributed approximately 10% of Estonian 
GDP in 2004. The balance of transport services export and import has constantly been positive 
and the export of transport services forms approximately half of all export services in Estonia. 
The key of success in the transport sector is competition coming from free market economy, 
which does not let us remain in the situation already achieved, but makes us constantly look for 
new opportunities. This demands from the logistics and carriers the utilization of new 
information technologies and new methods of Intermodal transportation. Logistics innovations 
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and optimisation of logistic schemes are the driving forces of traffic development and this is a 
most important factor of increasing transport sector efficiency. The government can create the 
favourable economic conditions and develop transport infrastructure, but the rest has to be done 
by the entrepreneurs, logistics and carriers. I am glad to see that according to the Logistics 
Friendliness Survey results, the Baltic States are perceived as fairly easy countries in a logistical 
sense and compared against the GNI per capita data. The Baltic States show here exceptionally 
good performance. The demand for transport grows rapidly in the Baltic States. In particular, 
demand for consolidated transport services. When we add here the good investment climate, 
safety and well functioning transport system and relatively cheap resources, we receive the 
formula for successful logistic and distribution centres that can serve Northern Europe and 
Western 
Russia. It is evident that transport services directly depend on the quality and capacity of 
transport infrastructure. Our challenge is related to better adsorption of EU different funds for 
infrastructure improvement and I am glad to recognise that now the ERDF financial resources 
could also be allocated to regional transport infrastructure maintenance and development. On the 
other hand the future challenge for us is to increase the efficiency of existing transport 
infrastructure use and to reduce dispensable mobility of citizens through the implementation of 
modern ICT solutions. In this field Estonia achieved quite good results. For example cross-use of 
different public registers, digitally signed tax declarations for ETax Board, parking tickets are sold 
over SMS services, mobile phones are used to pay for goods, etc. We are on the position that 
infrastructure itself cannot be the subject for collection of revenue with high margin. In the wider 
European context Estonia is on the position that implementing road user charges and toll 
systems should be adhered to the principles of creation of Single Market. The used charging 
systems must not become obstacles to trade between the Member States and an instrument for 
decreasing budget deficit. Railway transport plays an important role in Estonia and especially in 
transit transport market and market access is the key word. In this field Estonia faces great 
challenges. Namely according to the new Railway Act the capacity for the next traffic period will 
be allocated between different railway operators. Estonian Railway Inspectorate as an 
independent body performs the function of capacity allocation and the decision concerning 
distribution of capacity should already be made in April this year. The other important questions 
to all Baltic countries and Finland are related with the recognition and implementation of all 
groups of the regional exemption for Technical Specification of Interoperability in the case of 
conventional railway system. Also proper functioning and harmonization of the two different 
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legal systems - OSShD and COTIF - should be achieved. Good connections with third countries 
play an important role in encouraging trade between the European Community and its 
neighbours, and thus promoting economic development. Therefore cooperation under the EC 
activity “Wider Europe for Transport” between the Baltic States and with Russia is necessary. 
The objective is to achieve recognition of the transport axis linking TEN-T priority project 
Motorways of the Baltic Sea through Baltic ports and rail/road connection with Russia and 
beyond (states of Central Asia and far East) as a priority transport axis connecting EU with the 
areas mentioned. During the last five years the volumes of goods at the Baltic Sea have increased 
approximately 31%, being 184 million tons in 1999 and 266 million tons in 2003. Bigger part of 
that growth is due to the increase of goods transported in the Gulf of Finland. Russia, which is 
having a boom in oil production, is seeking to triple its shipment of oil and oil products via the 
Baltic Sea by 2010. In 2003 it exported 65 million tons of crude and 45 million tons of oil 
products through the ports in the Gulf of Finland. Transport of´crude and oil products through 
the Baltic Sea would amount to a staggering 330 million tons a year. How to manage extremely 
fast growing oil and oil products transport volumes in the Finnish Gulf is a great challenge for us 
in the near future. It is a common wish of all the Baltic Sea states to increase maritime safety and 
to prevent ship accidents at the Baltic Sea as a whole. The question is how the high-level safety, 
environmental and security requirements will be established for the shipping undertakings 
operating in the Gulf of Finland. Our position is that the requirements for safety, environment 
and security and the measures for their application must be optimal and in compliance with real 
danger. For that purpose it will be inevitable to carry out risk assessment and, proceeding from 
the results, to apply necessary measures. The Gulf of Finland Ship Reporting System (GOFREP), 
launched from July 1 this year, will give a constant survey of the ships in the Gulf of Finland, 
their locations, dangerous cargo, breakdowns, the number of people on board, etc. These data 
will be absolutely necessary for evaluating the specific vessel traffic in this area and also the 
possible risks in order to minimize the probability of ship accidents, including environmentally 
dangerous casualties. In the second half of 2005 the primary radar system will be installed in the 
coastal area of Estonia as an additional component to the GOFREP system. After that all ports 
and navigational areas under the responsibility of Estonia are covered by GOFREP system, 
which enables safe and secured transport services; In order to guarantee the all-the-year-round 
navigation it will be necessary to have icebreaking capabilities covering both the Gulf of Finland 
and the Bays of the Baltic Sea in winter period. In Estonia, the icebreaking conception is under 
elaboration. Experts from the Estonian and Finnish Maritime Administrations are involved in it. 
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Estonia points out the need for close cooperation on maritime safety in the Baltic Sea area. 
Therefore it is important that we accomplish this in close cooperation. I would like to take the 
opportunity and express my gratitude to my colleagues and representatives of international 
financial institutions for the successful cooperation already made. I hope that the two following 
days full of intensive exchange of ideas will make cooperation even tighter in the years to come.  
 
Thank you for your attention! 
 
Thank You! 
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Annex IID: Speech by Minister Slesers 
 
Statements of the Latvia Ministers of Transport Mr. Slesers 
Vilnius Seminar, 3-4 February 3-4, 2005 
 
Dear Ministers, Colleagues, Ladies and Gentlemen, 
It is a great pleasure to be here in Vilnius and to take part at the third Baltic States seminar on 
Restructuring of the Transport Sector, and first of all I would like to thank the hosts and 
organizers of this important gathering. Many important issues – challenges and achievements of 
common concern will be discussed during the seminar. It is less than one year since we have 
joined the European Union. Accession to the EU has reinforced security and attractiveness of 
our countries’ business environment, facilitated with the assistance from the EU funds a further 
reconstruction and modernization of our infrastructure, as well as provided new opportunities 
for trade connections with Russia, the CIS, Japan, China, India. Now, we must find the ways to 
position ourselves in the single European market and, while constantly improving our national 
legislations, to contribute to the development of the EU’s policies and regulatory framework. 
Latvia, Lithuania and Estonia alone are considered to be small countries; however all together 
they form a region of a strategic importance. Our geopolitical location – a gateway between the 
markets of the European Union and the Commonwealth of Independent States (CIS), along with 
the well-developed infrastructure (ports, railways, roads, airports) and the existence of significant 
transit flows - are the key for our economic success and make us an important player throughout 
Europe and in the global economy. Our strength is in cooperation, and we must use every 
opportunity to promote our region beyond the European Union. As an example, I would like to 
mention the recent seminar for US investors in London. Of course, the Baltic States do compete 
in the field of transport. Each one has its advantages and drawbacks, and this is for the benefit to 
our clients, as the clients get the best service in the result of this competition. Nevertheless, as I 
already stated, we have common interests beyond the competition. Having joined the European 
Union, there are number of questions to be solved “through Brussels”. I am glad that at the last 
meeting of the Council of the Ministers of Transport of 
the Baltic States we have agreed to jointly address the European Commission with the issue of 
the Russian railway tariffs. Another example of our collaboration is achieving recognition for the 
Rail Baltica project which is developing quite successfully. The process of the European 
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integration has been complicated enough for all, Estonia, Lithuania and Latvia. But we 
accomplished it with credit. Latvian “euro optimists” do like to stress that now we are directly 
involved in the decision making within the European Union. “Euro pessimists”, however, are 
complaining that Brussels are asking more from the new Member States than from the “old” 
ones, wherewith we sometimes find ourselves under conditions of a not quite fair competition. 
To be competitive and challenge the “Old 
Europe”,  we must wisely use our strategic advantages: today we have the most favourable tax 
regimes in the European Union for the attracting investments and building new production units. 
We still have favourable production and labour costs, as well as reasonable real estate costs. We 
must firmly oppose any attempts to undermine our competitiveness, be it initiative of a member 
state or European Commission. It is of vital importance to strengthen collaboration of our 
experts and to coordinate the national positions on EU initiatives, important for the Baltic States. 
Now I would like to briefly outline some of the developments in the Latvian transport sector. Let 
me mention that Latvia as one of the fastest growing economies in Europe has reached the GDP 
growth rate of 8.5 % in 2004, and we do foresee the further economic growth at the average rate 
of 6-8 % annually. The transport and communications sector form about 15 % share of the 
GDP. Of all forms of transport, air travel has seen the most impressive growth in Latvia since 
joining the European Union last May. 
The passenger turnover in the Riga International Airport has increased by more than 45% in 
2004 (to compare with 2003), reaching 1 million 60 thousand passengers. Now Riga is linked to 
some 30 destinations in Europe, Asia and America. Our national carrier “airBaltic” showed even 
better traffic growth of 75% in 2004, while maintaining good financial results. About 20 direct 
flights to new destinations were started and an operational branch in Vilnius, Lithuania was 
established. We see two main reasons for such a development. First: joining of Latvia to the 
European “Open Sky” policy and lifting all kind of bilateral restrictions, and introducing really 
liberal route and capacity planning. It means that any EU-carrier can operate now between any 
two destinations in the European Union without asking for approval from the respective 
Aviation Authorities. And second: the strategic decision of the government to substantially 
reduce the service charges for the Riga airport, making them basically the lowest in the region. 
Combination of these two factors made the Latvian air services market attractive for the “low 
cost” airlines, as well as increased competition among all the carriers and put considerable 
pressure on air tariffs. As a result, all airlines operating to/from Riga have reduced, in fact, their 
fares. And for the first time air services in Latvia are accessible practically to everybody. If in 
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general we claim that after joining EU all prices have gone up and life is becoming more and 
more expensive, then in aviation sector the prices are going down and tickets are 
getting cheaper. The Riga International Airport has been designed for approximately 2 million 
passengers. This is the volume of passengers we have experienced during the Soviet times, and 
this is 
the volume we are aiming to achieve during the next year. Furthermore, we are aiming to double 
and triple this number. However, the new development can soon bring the airport capacity to the 
limits. Consequently, we have to put serious efforts to make the right estimate on the needed 
capacity and set the new goals for the development of the airport infrastructure. We have started 
already a new phase of expansion of the airport terminal. There is also number of questions we 
need to address for the future air traffic development. What kind of customer the new generation 
air passenger will be? What would be the new requirements? How to generate additional revenue 
for the airport operations without resorting to a very simple but disastrous means – rising 
charges? Etc. Then we can materialize our vision of Riga as an important regional hub. 
Furthermore, we are planning to develop further also local air traffic between Riga and Ventspils, 
Riga and Liep ja, and eventually Riga and Daugavpils. One of our main challenges in the roads 
sector is to improve notably the quality of roads. We have started a number of new policy 
initiatives for strengthening the financing for roads (including re-establishing the ear-marked 
funding for roads within the state budget) and development of the new program “Improvement 
of state 2nd class roads for regional support 2006 - 2010”. A major attention is given to the road 
safety improvements: an extensive elimination of so called “black spots” and improvement of the 
pedestrian safety. We are also working on increase of funding for the routine and periodic road 
maintenance. It would not be correct to assert that much has changed in the road transport due 
to May 1, 2004 and the accession to the EU; however it has accelerated the elaboration and 
implementation of many legal acts. The main changes are: there is now an open market, there are 
less common commissions (as they are not obligatory within EU) and the transportation is now 
smoother and faster due to reduction of formalities. Another factor of great importance is, 
undoubtedly, the access to the EU funds for the roads infrastructure.As for the railways sector, I 
would like to note that the major EU related activities (at the Council, EC workgroups, the 
European Railway Agency) were carried out in close cooperation between the state institutions of 
Latvia, Lithuania, Estonia, as well as Finland. The main results are related to interoperability – 
during the last discussions at the EC Interoperability Committee the necessary amendments, 
important for maintaining the existing railway operations in the Baltic region, were included in 
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the text of the Technical Specifications of Interoperability, especially concerning the freight 
wagons and rolling stock noise. There are no direct impacts of the EU enlargement to the railway 
traffic, but during the pre-accession time, when the EU directives (first of all, so-called 
infrastructure package) were transposed in the national legislation, the good ground for 
liberalisation of the railway market was created. The two private freight operators have a growing 
share exceeding 10% by the end of 2004. I am confident that accession to the EU will also push 
forward the Rail Baltica project; we expect the first pre-feasibility studies to start already this year. 
However, this project largely depends on our ability to convince Russia, maybe Ukraine, as well 
as France to join the project, as only by connecting to the large market of Russia it can be 
economically sound. As for the maritime transport, we do not mark any direct impacts of the EU 
enlargement, however now Latvia can enjoy full rights in working out the EU legal acts. We are 
working on strengthening of the ports’ and ships’ security, setting up of the Costal Automatic 
Identification System, integration in the common EC vessel monitoring and information system, 
defining places of refuge for vessels in distress, etc. The year 2004 has been successful for the 
Latvian ports - on the slide you can see the dynamic of the freight turnover in our largest ports of 
Ventspils, Riga and Liepeja. A priority to develop the logistics and distribution business has been 
set for the year 2005. And finally, I would like to stress the issue which is of great priority not 
only in Latvia but also in Europe as whole. It is the improvement of Traffic Safety. Although 
there have been some improvements of the situation on roads, the number of accidents, 
particularly fatalities, is still extremely high. Solution of this problem requires an active 
collaboration by all members of the society. As for the government efforts, I would like to 
mention the following. A system of the Violation registration points has been introduced in 
summer 2004 with the aim to reduce subjectivity in application of penalties. First results of that 
are already reflected in improved accident statistics. The system of vehicle state roadworthiness 
tests has been improved in compliance with requirements of the EU directive, including technical 
control of the commercial transport on the roads. Stricter sanctions to drivers under intoxication 
have been introduced – not just penalty but also deprivation of the driving license for a certain 
period of time in all cases. To get the license back the driver has to undergo a special medical 
examination and to pass a test. As a result, the number of the road accidents caused by drivers 
under intoxication has decreased by 15%. Stricter sanctions have been introduced also to young 
drivers: a reduced permissible per mille level of alcohol content in blood (up to 0.2) and a 
decreased maximum number of registration points (10). A number of public awareness raising 
campaigns has been started recently, including such a radical measures as demonstrating very 
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open and shocking video clippings on TV. And at last, I would like to note that Latvia has been 
the first of the Baltic States to issue the EU standard driver licenses, vehicle number plates and 
registration certificates. Ladies and Gentlemen, We have a privilege to live in one of the 
economically most dynamic and rich regions – rich in our diversity and ability to cooperate. By 
sharing our competences and forming effective partnerships (from local cross-border initiatives 
to large transnational projects, like Via Baltica and Rail Baltica) we can maximize our strong 
points and become important players within new Europe. And I would like to express my strong 
confidence in effective and fruitful cooperation between our countries, with today’s seminar 
providing a valuable contribution to that. I wish you fruitful discussions during the seminar and 
every success in your activities!  
 
Thank you! 
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Annex IID: Speech by Minister Atonen 
 
Statements of the Estonian Ministers of Transport Mr. Atonen 
Transport at the Parnu Seminar on November 24, 2003. 
 
Dear ministers, honourable Secretary in General of ECMT, representatives of the World Bank, 
European Investment Bank, European Bank for Reconstruction and Development, Nordic 
Investment Bank, business circles, my ladies and gentlemen. Looking back to the subjects 
discussed in the last seminar, I would like to reflect on the reforms implemented meanwhile, and 
our common ambitions and interests in the context of the EU enlargement. In the past years the 
Estonian transport policy can be characterized by comprehensive privatisation of operator 
services, regulation of competition between different modes of transport through prices and 
taxes, and the infrastructure policy that favours international transport links. Road transport 
would not be thinkable in any country without an excellently developed and high-quality road 
network. During the last years large-scale road reconstruction works have been started with the 
help of European Union’s ISPA and foreign loans, turning attention primarily to international 
transport links with the neighbouring countries, primarily in Tallinn- Ikla (Via Baltica), Tallinn-
Narva and Tallinn – Luhamaa directions. It seems that we are getting over the preliminary 
difficulties in starting ISPA projects and in the forthcoming years most of the international 
transport links going through Estonia, roads which also play an important role in ensuring 
domestic connections, will be covered with a new pavement. As to large-scale road works, the 
reform connected with the reorganizing of counties Road Offices’ management structures and 
road management work, started in 1998, has reached its final stage. During the last 10 years 
Estonia has implemented many substantial reforms for establishment of modern society based on 
market economy. 
Estonia has consistently involved private capital for ensuring high-quality road construction and 
maintenance. Currently the maintenance of roads has been given to private enterprises in half of 
Estonian counties. The procedures concerning arrangement of road construction and 
maintenance works need improvement. Talking about big investments and developments of 
transport networks, cooperation between the Baltic States, which involves processes inside the 
European Union concerning TEN-T networks and development of legislation, cannot be 
avoided. All the States around the Baltic Sea depend more or less on maritime transport. 
Economic development of the Baltic Sea region and our accession to the European Union is 
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remarkably increasing trade flows transported by the sea. Currently the volume of trade 
transported by the Baltic Sea has been estimated up to 700-800 million tons and therefore it is 
very likely that this amount will be double in the year 2010. As to figures it should also be 
mentioned that 30 000 ships that headed to other ports in the Gulf of Finland passed our costal 
waters. After all, maritime transport is considerably more environmental friendly than land 
transport and it can be the cheapest transport mode in case it is well organized. Maritime 
transport will remain environmental friendly only in case we focus on maritime safety in 
cooperation with our neighbouring countries. At the same time this field is one of the priorities 
of the European Union. Mistakes on the sea will be expensive both directly and indirectly. 
Ensuring maritime safety is expensive and requires big investments. Regrettably, Estonia alone 
within its possibilities is not able to achieve it all. Under the conception of the motorways of the 
Baltic Sea, which is in preparation in cooperation with the Member States and the European 
Commission at the moment, we hope to give our complementary contribution both to encourage 
trade by improving infrastructure and to invest measures guaranteeing safety. In order to ensure 
safe shipping traffic in the Gulf of Finland, Estonia is planning to cover its whole coast with the 
Automatic Identification System (AIS) network during the year 200 5. Also the Vessel Traffic 
Management (VTS), which covers the region of Tallinn, is planned to extend to other Estonian 
regions. Additional attention should be paid to keep ports and shipping lanes navigable all the 
year round in order to implement the Motorways of the Baltic Sea conception. This presumes 
existence of modern ice-breakers and navigational marking. We hope to maintain as safe 
passenger and merchandise traffic as possible on the surrounding seas with support of technical 
and human resources and through different programs and funds in collaboration with the 
neighbouring countries and EU. Our cooperation is getting a more explicit look because the 
three Baltic States and all the Baltic region is involved in the EU decision making process in the 
near future. Today’s seminar is the next forum, where the above-mentioned subjects can be 
discussed. Also I would like to take the opportunity and express my gratitude to my colleagues 
and representatives of international financial institutions for successful cooperation already made 
towards the European Union. I hope that the two following days full of intensive exchange of 
ideas will make cooperation even more tight in the years to come. 
  
Thank You! 
 
 
